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Columbus’ Cabin on the Santa Maria”, 1492. The vessel in which Columbus set out on his 
first vovaze of exploration to the Nea World off Haiti She went aground owing to careless 
steering and had to te abandoned without loss of life. A fine example of shipbuilding of her 


time, she has teen the subject of many models since 


Today famous cabins are constructed with ‘HOLOPLAST™ cavitied panels in ships — be they 
tanker, tramp or passenger liner — on all seven seas. *‘ HOLOPLAST™ combines all the traditional 
qualities of the past with those additional features of low maintenance and fine finish now 


demanded — all in one structural panel easy and ready to fix 


LAI OLOANLENSLZ" 


Vianufactured by 
HOLOPLAST LTD. Saies Office: 116 Victoria Street, London, S.W.1 
Telephone: VICtoria 9354 7 & 9981. Head Office and Works : New Hythe. Near Maidstone, Kent 
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each equipped with Donkin Stec*ing Gear—steam, 
electric or hydraulic, hand or power controlled. In these 
world-famed gears Master and Navigator have un- 
shakable confidence, because of their precision action, quick 
responsiveness and redoubtable reliability Over 70 
years’ manufacturing experience guirantecs their quality, 
and constant research keeps them abreast of every new 
requirement 


DONKIN Eco. LTD. NEWCASTLE- -ON- TYNE. 


TELEGRAM SS STEERSWYMA c AS TCE. 56147-8 


DRYSDALE 


‘6 Centrex $.0.S.” 


Patent 


EMERGENCY 
BILGE PUMPS 


First in the field and proved by the test of time 








and experience, these pumps, designed for Emer- 
gency Bilge and Emergency Fire and Bilge duties, 
are approved by the B.O.T. 


Available in a range of sizes and capacities, both 
one and two stages, they can meet all conditions 
and requirements. 


Write for illustrated Brochure S.O.S.2. 
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Ruggedly constructed and 
well balanced, the ‘G' type Kango 
Electric Hammer is suitable for many 
types of ship scaling whilst at sea and 
i. port. The hammer uses the ship’: 
lighting circuit and consumes only 315 
watts. Very little effort is required to 
operate the hammer, which is supplied 
with a kit of tools specially designed 


for scaling work. 
A fully illustrated catalogue will be forwarded on request 
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Ship Scaling Kit of Tools 


f consists of: |’ - 1; - 2° Scaling Chisels, 
Bull Nose Scaling Chisel 
and Ribbed Scaling Head 
and Holder. 
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REPAIR SERVICE ON THE MERSEY 
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model is chosen by the Ministry of 


THE SUBMARINE SIGNAL (Rite aia 
COMPANY (LONDON) LTD. aie” type conters 


Head Office. SHAKESPEARE ST.. WATFORD, HERTS. Prone: WATFORD 7241 (6 lines) Grams: Submorinos, Watford 























2 28, 1951 The Shipping World 


Built on the 
Burmeister & Wain 
System 

under licence from 
Harland & Wolff ; 
also 

Kincaid-Polar 


Engines 


JOHN G. KINCAID & CO., LTD ° GREENOCK SCOTLAND 
ALSO BUILDERS OF :— 
STEAM ENGINES for all classes of fast passenger and cargo vessels 
BOILERS of all types up to the largest sizes 
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but what of the weather in the harbour? Many 
captain welcomes the kni local 
weather conditions, which can be quickly passed 
by V.H.F. Radio. Guided by the information, 
the captain may well give the order to proceed 
if the weather is less severe at the harbour 
entrance. 
The V.H.F. radio installation at the Mersey 
docks, which was installed by Automatic 
Telephone & Electric Co. Ltd., transmits details 
of local weather conditions at regular intervals 
to a maximum range of 25 miles. By keeping 
ships informed as to the disposition of moving 
and anchored shipping, plotted by the shore 
radar station, and general information relating 
to port approaches, state of tide, etc., a safe and 
speedy turnround is ensured. 
The equipment is simple to operate by non- 
technical personnel and transmitter-receivers 
may either be permanently installed in ships or 
carried by pilots as portable sets: each provides 
for six alternative channels of communication 
Complete information will gladly be supplied 
on request. 
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The Doxford ship is one of the 
finest for economy, speed and 
fuel consumption in the world 
today. 
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THE SHIPPING, WORLD 


SHIPOWNERS AND THE GAS TURBINE 


THERE Is, and must always be, a time lag betweei 
the invention of a new type of marine engine and its 
widespread adoption in ships. This must be annoy 
ing to the enthusiastic technicians most intimately 
concerned, but the plain fact is that the intervening 
period between prototype and standard production is 
perhaps the most crucial stage in the entire develop 
ment of any item of marine machinery. — A’ ship’s 
must be the most economic available in 
consumption of fuel, lubricating oil and water, where 
the latter is required; it must necessitate the minimum 
engineroom staff; need the least possible maintenance 
and, last but not least, be as reliable as possible. In 
future years, it may also be essential that it must 
take up the least possible space in a ship, but that 
proviso waits upon a reform of tonnage measurement, 
the movement towards which is so tardy as to be 
almost imperceptible. In passing it might be noted 
that over-enthusiastic claims in the initial stages do 
a great deal of harm to normal and reasonable develop- 
ment. Nevertheless, particularly in this technical age, 
shipowners take a great interest in new devices and 
techniques from the first stages, and their interest in 
gas turbines and all that they may mean is most keen. 
The excellent paper from which abstracts are given 
in these pages provides food for thought, and also for 
gratification, since the first ocean-going ship in the 
world to enter service with a gas turbine propelling 
engine is a British ship, the Anglo-Saxon Petroleum 
Company’s tanker Auris. The author pays tribute to 
this ship and the many other gas turbine developments 
achieved and now in prospect in Great Britain. 


engine 


What has been achieved? Four gas turbines have 
now seen actual marine service, the most significant 
being the 1,200 horsepower unit in the Auris. Ten 
further marine units have been completed but not yet 
installed, while six other marine gas turbines are now 
under construction in Britain, the United States and 
France It would seem that it is only below about 


Current 


Communist Manceuvres 


Wirn the concessions of an 11s. increase in wages and 
a second week’s holiday which have just been made 
to the shipbuilding and engineering workers, the total 
wage increase in industry generally will come to about 
£500,000,000 in the next twelve months. In other 
words, there will be greater spending power to that 
while the supphes of food and other things 

no greater, indeed smaller, so that prices will 

ly rise. Consequently, though the pay packets 

better filled with Treasury notes, the recipients 

little, if at all, better off than they were. The 

ists intend to make the most of this situation, 

g that their chances of mischief-making were 


10,000 horsepower that the gas 
favourably with a steam turbine, at the present 
moment. This would argue that unless further tech- 
nical developments are made which alter the present 
conclusions of the author, a large trans-Atlantic pas- 
senger ship would need up to 16 or 18 such units to 
vive the 32 knots now expected of express liners on 
this route. British opinion in some quarters differs 
from this, though only in degree. The limitations on 
size of engine are accepted for the time being, though 
it is thought that a case may be made out for engines 
up to 20,000 horsepower, so that a 82-knots liner 
would need eight units, in association with electric 
transmission. Two engines could be geared to each 
shaft, but this would necessitate four variable-pitch 
propellers, a complication which might favour electric 
transmission. 


turbine compares 


The more immediate interest is, however, likely to 
be in gas turbines from 2,000 to 10,000 horsepower 
that is, the range which could serve cargo liners and 
tramps. In this connection, it may be noted that 
though a gas turbine for these ships, all of which need 
more volumetric capacity for cargo, could give a 
saving in engineroom space of up to 20 per cent as 
compared with a diesel-engined ship. However, in a 
case recently calculated, the hold capacity was in- 
creased by 8 per cent because of having a smaller 
engine room, but the tonnage dues were increased by 
41 per cent; the urgency of tonnage measurement 
reform can thus be clearly seen. If the gas turbine 
can be shown to be capable of burning heavy oil fuel 
without too much maintenance costs, the fact that fuel 
costs may be as high as 45 per cent more than a diesel 
ship (though only 10 per cent more than a steam 
turbine ship) may not be the dominant factor. First 
cost is very important at the moment and as it appears 
that a gas turbine engine may be obtained at some 22 
per cent less than the cost of a diesel engine this may 
be the decisive factor. : 


Events 


improved during the recent General Election when 
they gave support to Socialist candidates. In a report, 
which he has just issued, Mr. Pollitt, the Communist 
leader, says ** Our party membership will help the left 
ward-moving workers to take seriously the need to use 
to the full the great opportunities in their trade unions 
for strengthening the local Labour parties, changing 
the policy and leadership of the Labour party, and 
securing that on the Parliamentary panels the best 
militant candidates are put forward, including members 
of the Communist party who pay the political levy.’ 
It is added that if the same care and thought were given 
to securing that the best representatives are elected to 
represent their trade union branches on local Labour 





The Shipping World 


parties, at all Labour party conferences, and as Labour 
party candidates, as is given to electing workers on 
trade union committees and to trade union official 
positions, a profound change could be affected through 
out the Labour party and all its organisations. This 
declaration represents a further challenge to the officials 
it) Transport House, already embarrassed by — the 
rebellion of the Bevanites. The average trade unionist 
has not the missionary spirit of the Communists, takes 
little part in union affairs and seldom attends meetings. 
That is the danger. This indifference may lead to the 
trade union movement passing under the control of 
the extremists of the Left Wing. 


Wages and Profits 


IN THESE circumstances, we shall hear a good deal 
of talk about profits. It will be suggested that as 
they are in. the ni 
misleading official phrase, their payment is 
to the weekly wage earners. Of course, 


“unearned tncome group, in the 
an injustice 
d vidends 
should not be deserthed as “* unearned income,”’ for 
investors have earned their capital by providing land, 
buildings and plant and after the payment of taxation, 
get, in fact, a very small return for all the self-denial 
which has been practised over many years. But, apart 
from that issue, 
he up and doing if the workers are not to be bam 
hoozled by the agents of the Communists and their 
fellow travellers. Their task is not merely to defend 
the interests of their shareholders, but the whole future 
of British industry. 
on the maritime industries have a special responsibility, 
hecause we live in an island and cheap and effcient 


managements generally will have to 


Those managements who carry 


shipping services are vital to us. In every shipyard and 
engine shop statements, certified by qualified accoun 
tants, should be exhibited showing exactly how. the 
vear’s revenue has’ been expended, the percentages 
which were spent on raw materials, wages, salaries, 
renewals, taxation and other expenditure being clearly 
By such simple means, the workers, who are 
for the most part intelligent and well meaning, would 
realise that if all the profits, after taxation has been 
paid, were added to wages, the pay packets would be 
little fuller than they are today. Whatever the in 
ternal disputes in the Socialist party, they will form 
a united front with the Communists in misrepresenting 
the profit earning policy which is the foundation of 


set out. 


private enterprise. Managements cannot stand by and 
let the campaign develop. The issue is not one of 
party politics, but of national survival. It can be 
presented in such a way as to raise no party animosity. 
Let the facts and figures speak from the walls of ship 
vards and engine shops. Some managements have 
given the lead in this matter and others will no doubt 
follow their example in view of the activity of the 
Communist party. 


Dearer Ships 


To wat extent will the cost of the increases in 
wages conceded to the shipbuilding and engineering 
workers fall on the various sections of the maritime 
industries ? Of course, the shipyards are full of work, 
ind will be so for several years to come, and ship 
owners are not doing badly, owing to temporary con 
ditions which favour the freight market, though they 
are not able to look ahead with any assurance that 
freights will keep up for long, owing to the influence 
of international politics on sea transport. They have 
ordered a large volume of tonnage and little of it at 
fixed prices, so they may have to bear all, or much, 
of the new burden. It will be a matter of consideration 
for all those who design and equip ships to determine 
to what extent they should exercise their right to pass 
on the higher wage to owners, their customers today 
ind in future. A correspondent of THE SHIPPING 
Wortp has suggested that this matter should be given 
very serious consideration by those most closely con 
cerned. His argument is that shipping ts an inter 
national industry and if owners have to pay too much 
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for their tonnage they may, owing to the continuing 
rise in operating costs, be so handicapped that they 
will not he in a position to earn sufficient money to 
lay down new keels as their ships become uneconomic 
owing to age or other cause. They have already, he 
adds, a great volume of tonnage which should he re 
placed as soon as possible. That is not an immediate 
problem as every berth in this country is full and none 
will be empty, at least, in the larger yards, for two 
or three years, owing, mainly, to the continued demand 
for oil tankers. Taking a long view, our correspondent 
asks, will it not pay shipbuilders and subcontractors 
to ease the burden which they could place on the 
shipping industry? There is a good deal of talk of 
planning in these days. Is not this, he adds, an 
opportunity for looking ahead to the time when the 
present pressure on the shipyards has been relieved 
and shipbuilders will he eagerly seeking orders ? 
“Their suecess will depend on the way in- which 
the new situation created by the wage concessions 
is handled.” It) is) obviously in’ the interests of 
all concerned that the merchant fleets should be main 
tained in a high state of efheiency, successfully com 
peting against all comers, and that the shipyards 
should be in a position to quote acceptable prices not 
only for British orders but also for orders from over 
seas. “* What,’ he adds, ** will shipbuilders, who have 
the whip hand at the moment, do? Will they take full 
advantage of their favourable position today or will 
they decide to adjust matters so that shipowners, here 
and overseas, will feel that they have been treated 
reasonably, if not generously ?”’ 


Trends in Welded Shipbuilding 


ALTHOUGH it is some thirty vears since the first all- 
welded ship was built in Britain, the full impact of 
welded technique on British shipbuilding generally has 
only been felt since the war. Though much publicity 
has been given to the all-welded ships built in the 
United States during the war, it is not so well known 
that several vessels, notably some of the standard fast 
cargo liners built in the United Kingdom during the 
later war years, were in fact very largely welded. It 
is natural to ask why, in this case, it has taken some 
vears to develop as an almost standard practice the 
largely welded merchant ship in this country. In the 
first instance, when building in peacetime for a private 
shipowner, cost is a paramount factor, and the com 
parison between riveted and welded building costs in 
1946 was against welding. Prices worked out at that 
time for long stretches of seams showed that with 
hoth riveting and welding carried out by hand, the 
second and newer method cost from 12 to 15 per cent 
more, taking into account all factors involved. The 
position now in many of our shipyards is that welded 
construction may be from 8 to 7 per cent cheaper 
than riveting, while in one or two cases a. slightly 
greater saving can be achieved. It must not be for 
gotten, however, that to attain this standard of welded 
construction it is necessary to introduce many new 
and costly methods, plant and facilities which must 
be written off in future years, so that full advantage 
cannot be given to shipowners unless a taxation system 
which encourages such initiative is brought into being. 
In general, it may be said that shipbuilders have proved 
themselves to be far sighted with regard to welded 
construction. It is now up to the Government to 
encourage them, as far as the financial state of the 
country will allow, in extensions of their modernisa 
tion. The fact that these measures combine to make 
smaller demands on steel for the same type of ship 
previously riveted is a powerful argument for special 
consideration. 


Good Work 


THe WorK of the Royal Navy in keeping the Suez 
Canal open to the shipping of all nations has been 
given well-merited recognition in the Press. The first 
necessity was to have available on the spot. sufficient 
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d force to maintain a general control of the situa 
ind this has been provided by ships of the 
Mediterranean Fleet, which have been stationed at 
both ends of the Canal. In addition, however, the Navy 
has had to provide men and boats to carry on the ser 
vices normally provided by Egyptian labour, and, in 
particular, the mooring at Port Said of vessels waiting 
to pass through the Canal. For the past month this 
work has been done by the officers and ship’s company 
of H.M.S. Gambia, a cruiser which has recently been 
relieved in the task by H.M.S. Liverpool. The Gambia 
was on passage to the East Indies when she was ordered 
to Port Said, and until she was relieved the ship 
provided the headquarters and the radio services neces 
sary to keep shipping flowing steadily through the 
Canal, while her crew undertook the many duties 
required. Several hundred Egyptian watermen nor 
mally engaged in mooring ships were replaced by 70 
men from the Gambia, operating in a motley collection 
of boats comprising six assault craft, the ship’s pinnace 
and cutter, and two fast motorboats. The Gambia also 
maintained armed waterborne patrols, and carried out 
a number of other services. The Navy is accustomed 
to carry out its own mooring duties, and boats’ crews 
are trained in this work. When working with merchant 
ships of many nationalities, however, the hazards are 
naturally increased. One boat was lifted out of the 
water by the propeller of a (foreign) merchant ship 
which turned before the boat was clear, while another 
was rammed and had to be beached. In each case the 
cruiser’s engineers had the craft in service again within 
twelve hours, 


Restrained Distribution Policy 


BENEFITING by the sustained rise in freight: rates 
a rise that has more than offset the increase of working 
costs-—the report of the Dene Shipping Co., Ltd., for 
the year ended July 31 last records group trading and 
other profits of £257,400, against £149,500. Tax takes 
as much as £108,900, but the dividend of 15 per cent, 
against 10 per cent, on the one-class capital of £312,500, 
is nearly 35 times covered. It costs no more than 
£24,600 net, compared with transfers to reserves and 
provisions totalling £54,500 and with £6,700 added to 
the carry forward at £33,700. Distribution policy is 
thus again restrained. The latest consolidated balance: 
sheet discloses commitments of £298,500 for new con 
struction. In this connection it may be pointed out 
that a new vessel, the Exvedene, was delivered at the 
beginning of August and is now satisfactorily employed, 
and that the company expects to take delivery of a 
further vessel in February, 1953. There is no comment 
in the report on the adequacy of the company’s liquid 
These consisted at the financial year-end 
of £127,600 in cash and £76,700 in Government securi 
ties. In addition, the company then held £112,000 in 
other investments. Moreover, the company had _ still 
to receive the purchase money of the Riodene, sold this 
year to the Silver Line. That receipt may, of course, 
be employed in financing the recent purchase from the 
Treasury of its holding of 380,866 shares in the Silver 
Line at a price not yet stated. This acquisition is 
deseribed by the chairman, Mr. Henry Barraclough, as 
constituting a ** sound, long-term investment.’*” With 
new tonnage in commission and the freight market 
still firm, Dene Shipping should do well in the current 
financial year. 


resources. 


A Flourishing Fleet 


STARTLING changes appear in the balance sheet of the 
United British Steamship Co., Ltd., dated June 30 last. 
During the year 787,500 new ordinary shares of Is. each 
were issued at 10s. per share to help provide funds 
for additions to the fleet. This transaction raised the 
issued one-class capital from £78,750 to the still modest 

of £118,125, on which assets totalling ¢£2,287,000 
en built up. It also brought in share premiums 
3,000. With this addition and allocations from 
t vear’s profits, reserves now stand at the im 
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posing figure of £1,369,000; and the year closed with 
£1,784,000 cash in hand. The company’s finances are 
thus strong, though it must be borne in mind that 
capital commitments amount to £2,000,000. The fleet 
is being modernised. Since the date of the last annual 
general meeting, two of the company’s old steamers 
have been sold, leaving it with two motor vessels, two 
oil-burning steamers and two coal-burning steamers 
aggregating 60,000 tons d.w. and averaging about 12} 
years of age. The book value has been heavily written 
down to £224,000 net, after sales and depreciation. 
Contracts have been placed for considerable new ton 
nage consisting of three new motor vessels of 10,000 
tons d.w., costing approximately £430,000 each, two of 
which are due for delivery in the spring of 1952 and 
the third in 1953, and of two further motor vessels of 
10,000 and 10,900 tons d.w. respectively, for delivery 
towards the end of 1953. This new construction will, 
in time, add largely to the company’s income. In the 
vear under review, voyage and other profits rose from 
£341,000 to £437,000. Tax, however, took £250,000 
(against £145,000) so that the net profit was left slightly 
lower at £179,000 (£188,000). The repeated dividend 
of 100 per cent on a larger capital was well covered; 
it cost £62,000 net, compared with £115,000 transferred 
to the contingency and survey reserve and £2,000 added 
to the carry forward. 


Casualties in October 


ACCORDING to the monthly casualty returns of the 
Liverpool Underwriters’ Association, October was a 
particularly bad month for marine underwriters. While 
in every month of 1951, the returns have shown a 
numerical increase in the number of casualties com 
pared with the same month of 1950, in some months 
the increase has been slight. In October, however, 
695 casualties were recorded, 119 more than in October 
1950, and it is now apparent that when the figures 
for the year are complete, 1951 will show a substantial 
increase in casualties. In October collisions, 168 in 
number, were most numerous, followed by 127 cases 
of machinery damage, 121 strandings, 66 cases of heavy 
weather damage, 34 fires and explosions, two founder 
ings and one mine casualty. This leaves 176 ‘* other 
casualties’ to make up the total for the month. 
October’s total losses consisted of three steam and two 
motor vessels, aggregating 13,355 tons gross, compared 
with seven steamers and one motorship (14,824 tons) 
in October 1950, and eight steamers and two motor 
ships (21,500 tons) in October 1949. The one mine 
casualty was disappointing in that it occurred in the 
North Sea area, in which up to the end of 1950 the 
mine peril was most. serious. Except for one small 
vessel, no mine casualty in the North Sea or elsewhere 
had been reported since last May and it may well be 
that the absence of mine casualties during the June and 
July influenced to some extent the reduction in certain 
Scandinavian cargo war risk rates made by the Joint 
War Risk Rating Committee of company and Lloyd’s 
underwriters in August. October’s mine casualty was 
to the French steamer Rhuys, off Terschelling, and 
she was towed in to Ymuiden with damage to machinery 
and steering gear. This suggests that the mine was 
detonated after the greater part of the length of the 
ship had passed over it, owing to exhaustion of the 
battery, and it is thought that within a comparatively 
short space of time exhausted batteries will render 
mines which depend on electrical impulse for detonation 
innocuous, 





“WORLD SHIPBUILDING " 


A study of taxation policy as it affects shipbuilding is one of the 
features of the current issue of WORLD SHIPBUILDING, the 
international shipbuilding quarterly published by The Shipping 
World, Ltd., which is now available. It also contains a survey of the 
measures being taken in the principal shipbuilding countries of 
the world to overcome the shortage of steel. Developments in 
merchant ship design since 1945 are surveyed in a paper by Mr. 
P. R. Salisbury, lecturer in naval architecture at the University of 
Queensland. 
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ON THE “BALTIC” 


PROSPECTS FOR NEXT YEAR'S MOVEMENT OF GRAIN 


By BALTRADER 


Ir is a time of the year when new season chartering is 
often in full swing to lift the first cargoes of new grain 
at Australian ports. This year, business in that market 
is slow in getting under way. The drought which hit 
Queensland has also affected New South Wales, from 
which State it is not expected that shipments will be 
made. New South Wales was similarly unable to 
export grain in any quantity during the past year, the 
reason being the excessive rains of 1950, which will be 
remembered by those interested in the Test Matches. 
Owners miss the opportunity of loading their vessels 
with bulk grain at Svdney, where the silo facilities for 
rapid work have a high reputation. The other three 
grain States, West Australia, South Australia and 
Victoria, have enjoyed a fairly good harvest, but the 
ibsence of New South Wales from the field of export 
will prevent Australia from contributing as much em 
ployment as owners could wish during the coming 
months. 

Apart from natural conditions, there is the fact that 
i smaller acreage of wheat was sown in Australia than 
in past vears. Among the reasons for this were the 
reduced price of wheat for home consumption and the 
increased profits obtainable by devoting more labour 
ind resources for the production of wool. Any decline in 
the export of grain from Australia will be the more 
noticeable in view of the exceptional number of vessels 
on their way or chartered to sail to Australia from 
Europe with motor cars and other general cargo; also 
the concourse of shipping in India after discharge of 
North American grain. At the same time, any reduce 
tion of wheat shipments from Australia should be offset 
by a corresponding amount of grain obtained from 
North America, which seems to have enough and to 
pare to make up any deficiencies elsewhere. 


The Short Atlantic Run 


It has often been said that world crops almost always 
come to each other's aid when needed. If one great 
trea is short, another makes good the deficiency; that 
theory holds good at the present time, the shortage 
more that of shipping than of the world supply 
of grain. It may be expected that a great deal of the 
tonnage which will be discharged in the area of 
Australia and India will continue to find its way to 
the North Pacific or even, as recently, to the Gulf of 
Mexico. It is, of course, unfortunate that a bumper 
iarvest of Australian wheat is not available to supply 
British requirements with a sterling product. From 
the shipping angle it may cause some reduction in the 

rregate amount of grain imported to the United 

igdom, in order to save dollars. Another factor is 

e« short duration of the trans-Atlantic voyage in com 
parison with the run home from Australia. The 
rapidity of loading in North America further shortens 
the voyage, as well as the speedy erection of shifting 
hoards: besides the fact that the shifting boards are 
left in position after discharge in this country when 
inother cargo of grain in bulk is to be fetched from 
America 

In this respect, there is) one qualification, namely 
ports, Birkenhead for example, the 
haic method of tub discharge ts used instead of 
which necessitates the dismantling of the 

ifting boards. One important factor can, one fears, 
he relied on to count as an offset to the speed with 
vhich grain is brought to this country from North 
America. We are short of labour and equipment to 
indle the discharge of grain and every other com 
modity, at any rate as far as tramp cargoes are con 
erned; vessels queue up for berths and the delay hinders 
shipping from overtaking demand. The opposition on 


hat n some 


elevators, 


the part of the men to the use of London’s fine new 
elevator suggests that we are not at present likely 
starters in a race with the Continental grain ports. 

Voyages with grain to Great Britain, although a very 
important part of the British tramp owners’ reper 
toire, have to compete with more alternatives than ever 
before. The liner companies, for instance, continue to 
offer attractive employment in various directions. It 
is noticed that the West African lines are beginning 
to look round for more tramp tonnage on time charter, 
after a conspicuous absence from the market. Trips 
to Australie and the Far East on time charter are fre 
quently arranged. Coal charters from the United 
States to Europe will go on being fixed in large num 
bers, including those which, unfortunately, will be 
required to keep us going. Timber from British 
Columbia and the western United States is waiting to 
be shipped to Great Britain, South Africa and 
Australia. If China and Manchuria begin again to 
export soya beans and grain on the scale of a year ago, 
the charterers will probably have to offer more induce 
ment than of late, perhaps in order to draw tonnage 
from Australia. 


The Freight Market 


There has been rather less chartering from Eastern 
North America than in previous recent weeks; but 
inquiry persists for tonnage to load American coal for 
Europe. A typical fixture is Villa Di Brugine, Hampton 
Roads to Rotterdam, 9,200 tons, 10 per cent, at $10.50, 
option Hamburg or Bremen $10.95 for three consecutive 
voyages, beginning December. The Evros or substitute, 
9,200 tons, is fixed for coal from Hampton Reads to 
Lower Plate at $18.75, option up River at $19.50, 
November. The Hermiston, 7,000 tons, will take sugar, 
Cuba to U.K., at 187s. 6d., January, and Cuba to 
Karachi has been fixed at $30.75, January. There nas 
lately been quite an active market in parcels and full 
cargoes from the River Plate. The Prospero, 7,200 
tons, 10 per cent, is fixed from up and down River 
to Antwerp-Hamburg range at 95s., heavy grain basis, 
with option Gothenburg-Malmo range at I14s., option 
Antwerp or Rotterdam and one Sweden as above at 
120s., December 1/20. North Pacific charterers are open 
for grain and lumber carriers for various destinations. 
Recent fixtures include La Cordillera, 8,400 tons, 
British Columbia or U.S. North Pacific to U.K. at 
lt5s., heavy grain, option Antwerp-Hamburg at same 
rate except Antwerp or Rotterdam at 142s., January 
February. The Baltic Chartering Committee has taken 
Tursian, 9,200 tons, for grain from Dairen or 
Chinwangtao to full range India at 130s., December 24 
January 29, also Eleni Stathatos, December / January 
and a January vessel at the same rate. Inquiry for 
vessels on time charter is very well maintained and 
more tonnage is required for the run out to Australia, 
South Africa and the East. The West African Lines 
have renewed several charters, including: Beaconsfield, 
9,028 d.w., $86,000 ft. bale, 10 knots on 16} tons, oil, 
5zs. one West African round, direct continuation, 
delivery U.K.; Lloydcrest, 9,925 d.w., 492,000 ft. hale, 
and Rivercrest, 9,925 d.w., 495,000 bale, both 10 
knots on 21/22 tons, oil, 50s. for a West African round, 
continuation of present charter. The Polamhall (m.v.), 
9,220 d.w., 515,880 bale, 123 knots on 12} tons, oil, is 
fixed for a trip to Australia at 67s. 6d. per month, 
delivery U.K. January/February. 


Air Charter Business 


Rather more inquiry is reported in the Air Charter 
market during the week; but Christmas traffic in freight 
(Continued on page 384) 
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INFLATION AND THE MARITIME INDUSTRIES 


EFFECTS OF INFLATION AND HIGH TAXATION ON CAPITAL RESOURCES 


By PETER DUFF 


\ SPECIAL PANEL of the Federation of British Industries 
ha ide a study of the effects of present methods of 
taxation in a prolonged period of inflation on the 
capital resources of industry. Particular attention has 
been paid to the problem of replacing assets at prices 

are substantially higher than the original cost, 
ind in this sense, in particular, this study* provides 
valuable support to many of the points raised in’ the 
memorandum on taxation published by the General 
Counei) of British Shipping last July. The F.B.I. 
memorandum ts ‘he result of a study carried out of 
the experiences of a considerable number of industrial 
manufacturing companies. Although the incidence of 
inflation and taxation on various branches of industry, 
including the maritime industries, may vary, the 
general economic trend throughout all) industries is 


much the same. 


Costs and Taxes 


The fundamental cause of the situation is that since 
1939 costs and prices in the United Kingdom (and 
elsewhere) have been rising virtually without pause. In 
the United Kingdom the level of taxation has been 
maintained at a level of over 40 per cent of the national 
This combination of inflation and high taxa 
tion, coupled with the existing deficiencies of the 
methods of computing depreciation allowances, has 
seriously impaired the capacity of industrial under 
takings to maintain their capital resources and to 
finance essential expansion. 


Income, 


It is frequently contended that the capital resources 
of British industry are not only being strained, but are 
even in danger of exhaustion; yet at the same time com 
plaints are repeatedly heard about what are described 
as excessive profits. As the F.B.1. puts it: 

The twin questions of the erosion of capital and the 
adequacy of profits are clearly inter-related, for unless 
ndustry is able to provide from its own resources for the 
maintenance intact of its productive capacity, it is, in effect, 

on capital. The maintenance of capital intact, in the 
preserving the productive capacity of the enterprise, 

wt, one of the most important responsibilities of 

ment. For the fulfilment of this responsibility only 
nee remaining after provision has been made for the 

ince of capital ean be regarded as “** profit ”’ and as 

either to meet taxation or for distribution as 


Two Criticisms 


Two criticisms of existing practice are brought out 
hy the Federation. The first is that the traditional 
form. of presenting company accounts is) no longer 
idequate to present a true picture of capital assets or 
of real profits in a period of inflation; the second is 
i corollary of the first, namely that the existing method 
of taxing profits has the same defect. the assumption 

le prices. As it is pointed out, the tax-free depre 
allowances are normally sufficient to provide 
renewal or replacement of fixed assets at then 
l cost. If, however, the new assets cost more 
he old, depreciation set aside on this basis will 
se fewer new assets. Unless other profits are 
ivailable, either out of retained profits or from outside 
rees (for example, new borrowing or share issues), 
| will be depleted and production or, in the case 
pping, earnings must eventually decline. 

easy to find a simple example from the shipping 
ry. Suppose three ships were built in 1931 at 
st of £600,000. Assuming the vessels were fully 
n off at the end of their life, say in 1951, the 
1 sum of £600,000 will have been maintained 


intact, for tax purposes. But in 1951 this sum is suffi 
cient to replace only one of the three vessels, unless a 
further €1,200,000 can be found out of retained profits 
or elsewhere. Retained profits used for this purpose 
are subject to tax, despite the fact that they are 
required merely for maintaining existing real capital. 
Thus a tax apparently levied on income becomes in 
effect a tax on capital; and if the net profits, after tax 
has been paid, are not sufficient, the capital will not 
he adequate to keep up production or maintain services 
at the same level as before. To quote the Federation 
again, *‘ it is clear that unless industry is able to set 
aside, out of the profits remaining after taxation, sufh 
cient funds to meet the replacement costs of its assets, 
it is living on capital.’’ In support of this contention 
Table I analyses the extent of the problem in the case 
of the 80 companies involved in the F.B.1. study : 


TABLE | 


EFFECT OF DEPRECIATION BASED ON ORIGINAL COSTS IN THE CASE 
OF 80 COMPANIES 
£ million 
A.|. Total original cost of fixed assets shown in 1949 balance sheet 
(excluding land where possible) 375.3 
2. Estimated gross cost, irrespective of the degree to which the 
above assets had depreciated, of replacing them as new at current 
prices 782.9 
Total depreciation provision to date in accounts on the assets 
in A.| above 188.8 
Estimated total depreciation provision to date required accord- 
ing to existing methods to provide for depreciation on the assets 
as valued in A.2 above 426.5 
Depreciation provision made in 1949 19.4 
Average annual depreciation required to achieve the replace- 
ment when due of the assets as vaiued in A.2 above without 
deterioration in the efficiency of the plant 40.1 


The Federation of British Industries, therefore, has 
shown that the basis of computing depreciation allow 
ances is completely out of joint with the times. In this 
respect it supports the recommendation of the General 
Council of British Shipping that : 


Although it is necessary when computing profits assessable 
to income tax to allow as a deduction the cost of amortising 
capital expenditure over its useful life, the deduction ought 
not to be less than the value of the wastage of fixed assets 
emploved in the business, such allowance to be based on the 
current revlacement value of the assets. 


A Special Case for Shipping 


On one point the shipping industry may not agree 
with the F.B.L., although it is a difference of applica 
tion, not principle. The F.B.I. states that ‘* the 
replacement of fixed assets is a gradual and long-term 
matter, and in all replacement there is some element 
of expansion to be derived from the continual improve 
ments in machine efficiency.”’ It is true that ships 
huilt today are more efficient, and better value for 
money, than the ships of 20 years ago; but it is the 
unfortunate experience of the shipping industry that 
the advantage of this mechanical improvement ts lost 
through the greater time taken between voyages 
because of delays in port. Furthermore, unlike manu 
facturing plant or buildings, a ship cannot be replaced 
gradually over a period of years. As the General 
Council has put it, ‘* when the time arrives to scrap 
a ship the whole asset has to be replaced in’ one 
operation.”” 

The shipping industry is, indeed, more adversely 
affected than any manufacturing industry by the exist 
ing methods of taxation. The General Council’s sub 
missions to the Royal Commission on Taxation, there 
fore, go further than those of the F.B.I. in certain res 
pects. They ask, owing to the great fluctuations which 
occur in shipping earnings, and their vulnerability to 
foreign competition in an international market, to be 
given wide discretion to amortise the cost of their 
ships as quickly as possible when freight rates are high; 
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ind they ask also for at least a limitation on the present 
idverse effects of the so-called ‘* balancing-charges.”’ 

Sufficient evidence is now accumulating, it cannot be 
denied, to show that the prolonged period of inflation 
is having deleterious effects on the capital resources 
of all industries, and there is evidence to show that the 
shipping industry ts one of ‘the principal sufferers. 
What will be the effect of the Excess Profits Tax which 
the Conservative Government proposes to introduce 
next year? The danger is that it will serve only to 
weentuate the defects of the existing burden of 
taxation, unless the whole system of computing the 
incidence of taxation be revised, as proposed by the 
Federation and the General Council, so as to fall in 
line with — the realities of the 
inflationary situation, 


economic pre sent 





RECENT SHIP SALES 


vessels ’ to Japanese owners recently include 
steamer Dingle Bay (5,058 t.g.), owned by 
enaghan & Sons, Ltd., Belfast, and built in 1929, now 
enamed Asakaze Maru; cargo steamer Landsdowne (6,224 
owned by Wheelock, Marden & Co., Ltd., Hong Kong, 
built in 1922, now renamed Liverpool Maru. 
irgo steamer Carslogie (3,786 t.g.), owned by the Carslogic 
Co., Ltd. (Honeyman & Co.), and built as the Hartstde 
1924, has been sold to Swedish buyers for about £200,000, 
t present lving at Manchester and is to be renamed 
She is understood to carry about 6,300 tons d.w. 
go steamer Stancleeve (5,970 t.g.), owned by the Stan 
S.S. Co., Ltd. (J. A. Billmier & Co., Ltd.), and built 
Sunderland in 1942, has, it is understood, been sold to 
owners for a price of £440,000. She has a dead 
itv of S.S00) tons 
shipowner Ditta Luigi Pittaluga has purchased 
steamer Demodocus (6,595 t.g.) from the China 
m Navigation Co., Ltd. (Alfred Holt & Co.), 
for about £135,000. She has been taken over 
and renamed ITIrcania She was built and 
Workman, Clark & Co., Ltd., Belfast, in 1912 





Mersey Docks and Harbour Board 
izle hairman of the Mersey Docks & 


senting the accounts for the year ended 
that the net financial result of the year 
is in the previous year. This was owing 
operational expenditure, due in the main 
costs of wages and materials and to certain 
© various portions of the Board’s estate 
irried out The Board had, however, been 
contribution of £188,000 to the renewals and 
rwecount and to reduce by £11,813 the deficit 
from the immediate postwar period, the deficit 
237.520. Stens have been taken since the close 
» improve revenues by increasing rates 
: n vessel and goods The tonnage of vessels 
(21,156,984 tons) using the Board's docks shows a_ small 
nerease OV the previous year The total tonnage of cargo 
year shows a marked increase, par 
eign export traflic, which increased from 

irly 4,500,000 tons 
he said, was the difficulty of clearing 
roviding accommodation for vessels and 
Several factors entered into the problem, 
tmost importance was that of the growing 
irgo handled through the port, which 
nger occupancy of loading berth than a 
ided to the difficulty. Furthermore there 
to bulk buying and present day 
for very large quantities of particular 
iwh the port in gluts. ‘*My predecessor 
to the 
iuthority possessing the requisite local 
point is added to this matter at the 
reason of the recent publication of the 
Docks & Inland Waterways Executive on 
rious pnorts and the views which thev have 
s. but it must not be taken that so far as 
neerned this Board accent the conclusions 
Executive, and in fact on some points 
gree with them I will contine myself 
that a port is a community and that 
practices, customs and thought of a_ port 
erged without losses far outweighing any 


gained from uniformity and 


necessity of i port being 
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BOOK REVIEWS 


Reed's Nautical Almanac, 1952. (Thomas Reed & Co., Ltd., 
184+ High Street West, Sunderland. Price, 12s, 6d. net.) 
The 1952 edition of this well-known almanac, which is 
now available, in general retains the appearance and con 
tent of previous years. As always, it offers excellent value 
to the coaster master, fisherman or yachtsman navigating 
in British waters. Among new items included in_ this 
edition is a group of 12 star charts showing all the 60 
principal stars, together with five supplementary maps. 
Future additions to the almanac are foreshadowed by the 
reservation, among the numbers of sections of the book, 
of five numbers to be used for new sections in later editions. 


Ports, Dues and Charges Throughout the World, 20th 
Edition, (George Philip & Son, Ltd., 32 Fleet Street, 
London, E.C.4. Price, £6 6s.) 

The first edition of this book appeared in 1869, under the 
title Dues and Charges on Shipping in Foreign Ports 
Succeeding editions have seen changes in title, contents and 
appearance, the 19th edition, published in 1930, having been 
in four volumes. With a period of 21 years separating it 
from its predecessor, the present edition is, of course, 
virtually a new work. It has been completely remodelled, 
and now appears as a single large volume, containing details 
of over 2,500 ports. The general standard of the entries is 
high, and the clear layout facilitates easy reference \ 
notable omission, however, is the whole of the Great Lakes 
ports, which are pow being increasingly used by ocean 
going shipping. 


Stanford’s General Map of Europe (Edward Stanford, Ltd., 
12-14 Long Acre, London, W.C.2. Price, 5s.). 

This map is one of a series of twelve politically-coloured 
yeneral maps. Size: 37 in. by 30 in., folding to 9 in. by 
53 in. The scale—1 :6,000,000 (95 miles to the inch) is rather 
small but the map does, very commendably, include such 
features as pipelines, air routes, shipping routes, ete 
neglected by many well known British mapmakers 
projection is Albers’ Equal Area. A series on the same 
on a scale of about 4 miles to the inch would be welcome 
from this company. 


Refrigeration Insulation, by G. Yate Pitts. (Modern 
tefrigeration,”’ Empire House, St. Martin’s-le-Grand, 
London, E.C.1. Price, 7s. 6d.) 

This technical monograph is an acceptable addition to 
current literature on cold storage insulation, published on 
behalf of the Institute of Refrigeration. The subject cross 
heads indicate the vractical range and serviceable nature 
of this short textbook: thermal conductivity; moisture 
ibsorption; heat flow; cellular structures; insulated con 
struction; frost-heave; solar radiation; selection of insulant; 
precautions with concrete; use of asphalt; airlocks; tables; 
appendix. 





The Shipping Federation 


main question discussed at the six-monthly meeting 
executive council of the Shivving Federation held 
in London last week, over which the chairman, Mr. D. F. 
Anderson, presided, was the views of the district committees 
on the seafarers’ current claims for increased vay and altera 
tions in conditions of service, Figures were submitied re 
garding the progress made with the Merchant Navy Estab 
lished Service Scheme, the industry's method of vroviding 
continuity of employment on a voluntary basis. The number 
of two-vear contracts under the scheme in force at October 31 
was as follows: 
Officers Ratings 
Company service contract 20,599 11,098 
General service contract 2,391 26,847 


22,990 37,945 


These are the highest figures of contracts achieved sini 
scheme was tinstituted 44 vears ago, during the vast ve 
number of ratings under contract having increased bv 
3.000. During the last six months the substantial inc 
in the training activities of the industry has been 
maintained and the numbers trained at the 14 schools 
the control of the industry were as follows 

Deck Boys 

Catering Boys 

Firemen 

Cooks 

Efficient Deck Hands 

Lifeboat Efficiency Ce 
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NORWEGIAN SHIPPING AND SHIPBUILDING 


FOLLY OF GOVERNMENT 


INTERFERENCE IN SHIPPING 


By THE SHIPPING WORLD’S Own Correspondent 


ACCORDING to a statement from the Norwegian Govern 
ment, Norwegian shipowners have been granted licences 
to build ships abroad totalling 982,000 tons gross in 
the first half of 1951. It will be remembered that in 
the autumn of 1948 the Norwegian authorities started 

policy of granting practically no licences to ship 
owners who wanted to build abroad. This state of 
iffairs lasted until December 1950. The reason for this 
policy was, according to the authorities, the shortage 
of foreign exchange. The fact is, however, that many 
owners were willing to finance the building of tankers 
abroad by mortgaging their ships already in operation 
and thus make no inroads whatsoever on scarce 
exchange. 

There can be no doubt that Government officials have 
had a hard time explaining away the mistake of what 
has become known as kontrahe ringsstoppen (the licence 
stoppage); and the fact that the Ministers and better 
informed members of the Norwegian Socialist Govern 
ment realised that this policy would not benefit 
Norway's economy in the long run, but had to under 
take the policy against their better judgment, makes 
it only harder for them to find proper and acceptable 
excuses. It will go down in Norwegian shipping history 
as a first-class blunder by the authorities meddling 
with the affairs of shipowners and mixing home politics 
into a business which is ruled by world affairs. As 
such it may serve as an example that should not be 
copied, however strongly the local politicians exert 
their influence. As far as Norway ts concerned, the 
words of the present president of the Norwegian Ship 
owners’ Association may be appropriate. He wanted 
to remind the Government of the policy so that it 
would not be repeated. That the authorities have 
changed their mind completely, the above figure of 
nearly one million tons during the first half of the 
year is ample proof, and it should be noted that 
725,000 tons of this total are tankers. Most of the vessels 
will be delivered during 1953 and 1954, but some as 
late as 1956. 


Dollar Deficit Decreased 


In the meantime the Norwegian exchange position 
is improving steadily. The overall balance of payments 
showed a deficit of some Kr.90 mn. after the first six 
months of this year, and although the figure is not 
yet available for the first three quarters, it is reckoned 
that there will be a surplus that will not only wipe 
out the deficit, but leave a surplus in the region of 
Kr.100 mn. The position can be judged to a certain 
extent from the balance in the European Payments 
Union. During the first ten months of that institution’s 
existence, Norway had a deficit of some $8 mn. 
monthly. In May last the deficit all of a sudden fell 
down to minus $0.2 mn. and June figures were 
balanced with a surplus. July again showed a deficit 
of some $0.2 mn. For August there was a surplus of 
$3.7 mn., for September as much as $7.8 mn. and for 
October $4.5 mn. Thus Norway has now paid back to 
he Union so much that her debt is only about 

nn. It is in view of these facts that on November 14 
Government officials and representatives of various 
ganisations discussed the extending of the free list 
The talks were of a preliminary nature, and 
blished, but there is every indication that 
is heading towards more freedom in her inter 
trade. It is hoped that this will also mean more 
for the shipowner to order ships when and as 
he likes, although it may be some time before 

re 18 realised. 
small ships’? group in the Norwegian Ship 
Association recently held its annual general 


meeting. According to the report the group has 151 
members with a fleet of 263 ships of 2,500 tons gross 
or below, aggregating 322,464 tons gross. It should 
be noted, however, that these figures compare with 
292 vessels and some 350,000 tons gross a year earlier. 

According to Norwegian Veritas the Norwegian 
merchant fleet aggregated on October 1) lest) 2,165 
vessels of 5,710,000 tons gross, all craft of less than 100 
tons gross being excluded. During the first eight months 
of 1951 foreign yards delivered 40 ships of 360,660 tons 
gross, while Norwegian yards delivered as many as 
40 ships, totalling 51,000 tons gross. This last figure 
compares with a figure of some 59,000 tons for the 
whole of 1950. Of the total new tonnage of some 
426,000 tons (90 vessels), roughly 827,000 tons were 
tankers, numbering only 30. The net addition to the 
fleet is rather small considering the large new fleet; 
and when during the whole period the net result 
amounts to 154,000 tons gross it shows quite clearly 
the effect of the Government policy of leaving it to 
the owners to finance the outlay of foreign currency 
for building tankers. No less than 84 ships, totalling 
254,200 tons gross, were sold during the eight-months 
period. This figure included 21 tankers of 130,000 tons. 


Selling Continues 


The selling seems to continue. No fewer than eleven 
sales to foreign buyers were reported during October. 
They included four tankers totalling some 42,000 tons 
d.w. The other seven are mostly handy-sized cargo 
vessels totalling some 15,000 tons d.w. only. During 
the same month eight new contracts were reported; 
four of them are for tankers with a total deadweight 
capacity of practically 100,000 tons. Two of the tankers 
are to be built in Great Britain and two in Sweden. 
Two cargo liners of about 9,000 tons d.w. have also 
been ordered in Sweden. During October six vessels 
and five whalecatchers were delivered to Norwegian 
owners. All the whalecatchers were delivered by Nor 
wegian yards, as well as a dry-cargo vessel of 4,100 
tons d.w., while of the other five cargo ships, all 
tankers, totalling some 98,000 tons, three came from 
British yards, one from Sweden and one from the 
Netherlands. 

The Steel Situation 


The steel situation as far as Norwegian shipbuilding 
yards are concerned is becoming serious. As yet there 
has been no report of stoppages on account of steel, 
but this may be because the administration of the 
vards has arranged repair work in such a way that 
new buildings are postponed for the time being. Prac 
tically every possibility has now been tried. Negotiation 
has even taken place with Japan, as it was hoped to 
exchange steel for silk cellulose, but it has proved 
difficult to obtain the cellulose. In any case Japanese 
steel is a poor substitute for American or European 
steel, as the measurements of the Japanese plates are 
smaller than others, which would lead to a rearrange 
ment of all plate measurements and layouts in the plate 
shops of the yards. 

At Krageré, near Langesund in Southern Norway, 
the Oslo shipowner, Mr. Ludy. Lorentzen, has bought 
an old factory situated on a fairly large site. It is Mr. 
Lorentzen’s intention to build a berth on which he 
will construct hulls and take them in tow to Lange 
sund, where he already owns the Langesunds mek. 
Verksted, but where there are facilities for building 
ships of only some 2,500 tons d.w. At Krageré, ships 
of up to 5,000 tons d.w. will be built. Construction of 
the berth will start soon, and of the first hull in the 
spring of 1952. 
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COAL AND Ol 


THE LATEST RISE 


A NUMBER of reasons have no doubt contributed to the 
recent decision of the oil companies to raise marine 
fuel prices in the Eastern Hemisphere still further. 
lanker rates remain extremely high, though it must 
he remembered that the fluctuations in tanker charter 
ing rates affect only a small proportion of the world’s 
tanker tonnage. The rearrangement of tonnage on the 
world’s tanker routes brought about by the shutdown in 
Persia will certainly have lehgthened, on the average, 
the distance that oil has to be carried from the tield 
before finally reaching its consumer; and the fact that 
oil is generally in short supply gives no encouragement 
to the oil companies to absorb any increases in then 
costs of production and distribution. A comparison of 
the new prices with the old shows that on the average 
CHANGE IN FUEL PRICES 


2ooe 


coco 


the increase h: é l4s. Notable exceptions 
to this are Cape Town and Fremantle, in both of which 
the increase was 30s. 6d. for bunker oil and 31s. for 
liesel oil a considerable amount, representing a rise 
of 13 per cent. It is noticeable that in all cases the 
exactly the existing 
lifferentials between diesel and heavy oil. Over the 
months, fuel prices in’ the Eastern 
Hemisphere have in general risen by about 30 per cent. 


new prices maintain almost 


last twelve 


Anglo-iranian’s Wide Scope 


Ar THE time of the announcement by the Anglo 
Iranian Oil Company a few months ago of its decision 
to maintain its interim dividend for this year, surprise 

expressed in some of the financial columns of the 
Press at this decision. The fact is, of course, that 
lespite ts name the company’s activities extend 
through a wide range of countries. This has been 
emphasised in a statement issued by the company last 
week, which detailed the extent of its interests outside 
Persia. Its chief source of crude oil is now Kuwait, 
where it is an equal partner with Gulf Oil. Production 
in Kuwait is currently approaching 40 million tons a 
her than that of the Persian wells 
Anglo-Iranian is also a 2383 per 


vear, which ts hig 
before the shutdown. 
cent shareholder in the Iraq Petroleum Company, which 
exploits the old fields of Iraq and Qatar. The com 
pany’s share from all these interests is at present about 
20 million tons annually. In refining, Anglo-Iranian’s 
nterests are even mere widely spread. Since the end 
company has participated fully in the 
general trend towards the expansion” of — refinery 
ipacity in centres of consumption, rather than at the 
oil fields, and this has now paid it well. In Britain, 
the two refineries at Llandarey and Grangemouth have 
1 combined annual output of 6) million tons, while 
i further + million tons will be available by the end 
of 1952 from the new refinery being erected on the 
Isle of Grain. In Europe, the company has interests 
in refineries at Antwerp and Hamburg (two), at 
Dunkirk and Avera, and at Venice. 


of the war the 


Tanker Chartering 


IN THEI! veekly tanker market report, John I. 
Jacobs Co., Lte state the efforts of charterers to 
t pward movement of rates and. introduce 
ote into the tanker market have met with 

A number of additional black oil fixtures 

cluded at M.O.T. plus 300 per cent in 


Aes 
1 


IN OIL FUEL PRICES 


sterling, and the approximate equivalent of U.S.M.C, 
plus 180 per cent in dollars, while some charters fo 
several trips are on the basis of a small reduction for 
the later voyages. Owners prepared to fix sterling 
tonnage for consecutive voyages in practically any 
position up to late 1952 for voyages until the end of 
1953 find a ready response from charterers, and there 
can seldom have been a time when charterers were 
willing to go so far ahead on this basis. According to 
a report by Lambert Brothers, Ltd., there has been 
a considerable amount of activity on the part of all 
the main London” charterers, and — the lemand 
appears to continue for all types of  tennage. 
French charterers, after taking ai great amount 
of tonnage, have now come to a virtual full stop on 
account of France’s present economic difficulties, and 
there is no guarantee that dollar cargoes w 
irrangeable as from the beginning of next 
Davies & Newman, Ltd., state that there has " 
a fair amount of activity on the American market and 
the latest reported fixtures for single voyages on the 
wS. coast are at U.S.M.C. plus 150 per cent for dirty 
tonnage and plus 1774 per cent for clean tonnage for 
December loading. Several timecharter fixtures have 
hee n effected for American account, ind it Is reported 
that two 18,000-tons d.w. newbuildings giving delivery 
in 1958 have been fixed for seven years at $3.90 for 
recount of American and Canadian principals. E. A, 
Gibson & Co., Ltd., state that for the first time for 
many weeks no material change has taken place in 
freight rates, and with more stabilised conditions ruling, 
owners have shown greater readiness to operate. 
Charterers are continuing to do everything possible to 
induce owners to fix their tonnage on a period basis 
in an effort to establish a stabilised market, and now 
that Continental inquiry is’ less” pressing, it would 
appear rates are more likely to remain steady around 
their present levels unless there are any unexpected 
developme nts. 


Shorter Items 


Ir Has been renorted by Core Brothers & Co., Ltd., tha 
the price of bunker coal at Monte Video is now 295s. pet 
ton, less Is. 6d. rebate where applicible (50 tons and under 
2s. 6d. per ton extra), 

Cou. summents during October from the Port of Blyth 
Northumberland, amounted to 599,926 tons. This ts 
largest quantity shipped in any one month since Avril, 

Coal shipments from the port for the first ten mon 
this vear, at 5,279,402 tons, showed an increase f 86,990 


tons on the corresponding total for 1950 





OFFICIAL NOTICES 
New Companies 


Camen Lines, 
London, E.C.3 
of ship owners 1 brokers. ete. Nominal cimtal: £10,000 
in €1 shares. Directors Not named, Subscribers: 1 ( 
Robinson, Plantation House, Fenchurch Street, London, 
E£.C.3; P. H. North Lewis, 53 Leadenhall Street, London 
K.C.3 (solicitor) 

A. Moscuakis, Lrp., 2# Leadenhall Street, Lond« 

Registered November 7. shi 
owners, brokers or agents, etc, Nominal canital: £1,000 
£1 shares. Directors: Not named. Subscribers: A, W. P 
6 Colchester Avenue, London, E.i2 (clerk); K. H. N.S 
11 Mansfield Road, Hford, Essex (clerk). 

LeapeNuatt Suipeinc Co., Lrp., 7/138 Creechur 
London, E.C.3.—Registered November 6. Nominal 
£25,000 in £1 shares. Directors: Not named. Sub 
P. A. Wood, 4 Stockwell Avenue, London, S.W. § 

A. W. Pears, 6 Colchester Avenue. Manor Park, 
E.12 (clerk) 
| Information from Jordan's Daily Register of New Ce 


Lrp., Plantation House, Fenchurch Street 
Registered November 8. To carry or IsInes 
nm 


To carry on the business of 
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INTERESTING FACTS ABOUT OIL 





No. 10. 


requisite quality was reached. Other chemical tests were 
necessary because the “cracked” spirits, if not suitably 
refined, could be unstable in storage and form gummy 
deposits 


Almost at the same time as the use of cracked spirit 
became general, the research of Midgley and Boyd led to 
the discovery of the remarkable anti-knock properties 
of tetra ethyl lead when blended with motor spirit in very 
small quantities (e.g. O'S to 3°6 millilitres per gallon of 
spirit). In recent years 66,000,000 Ib. of tetra ethyl lead 
were produced annually (in effect, enough to raise 20,000 





million gallons of average straight run spirit seven octane 


numbers in rating). 
Part of the refinery equipment used for 
the manufacture of anti-knock fuels The present day needs of aviation spirit are the most 


exacting of all, requiring complicated processes to 

a  . ; produce the components for blending. This development 
- *ard abapiep ipo aoe prc Sl was one of the major achievements in the petroleum world 
? p ; ee saidbates from 1939 to 1946 and one in which the Anglo-Iranian 

new methods of producing motor spirits. Often the oj Company played a considerable part. The problem 
is not simplified by the need for fuels with a very low 
freezing point (not above -60°C.). Further, aviation 
fuel must be capable of long storage without loss of 
anti-knock qualities, which excludes any fuel components 


product distilled directly from crude oil had a low anti- 
knock value, and recourse was then had to “ cracking” 
heavier fractions of the crude by subjecting them to a 
period of high temperature and pressure, during which 
chemical changes took place giving a different type of 
fuel. Blending of the cracked spirit with some of the 
straight run material from the original spirit produced an 
acceptable motor fuel for the changed needs of the market 


likely to form gum, combined with the maximum economy 
at cruising speed and maximum take-off power. 


~ 


This and other alterations in refinery technique called INTERNATIONAL Ol BUNKERING 

for new tests to control quality. The old laboratory 
. } 1 

methods did not give a satisfactory guide to anti-knock 


value and special test engines were therefore designed 
in which all blends were examined to ensure that the 





ee 
a ae Sa ee ANGLO-IRANIAN DIL.COMPANY LIMITED 


ORY & SON LTD., CORY BUILDINGS, FENCHURCH STREET, LONDON, £.C.3 
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Wed Lt , I t Class L yy 
Bleach 


You'll find Old Bleach furnishings in the world’s most famous liners 


Sea-going furnishings by Old 


in cabin equipment, linen hangings and loose covers, cotton repps 
and wool upholstery. Leading decorators choose them for their individual 


beauty of colour and design, their fastness to light, sea-air and washing. 


Old Bleach 


FURNISHINGS LIMITED Randalstown, Northern Ircland 


London Showrooms (Trade only) : 26 Berners Street, London Wl 





R 28, 1951 


The Shipping World 


PASSENGER MOTORSHIP “ AUREOL” 


ELDER DEMPSTER LINER FOR WEST AFRICAN SERVICE 


THE passenger and cargo liner Aureol was delivered 
recently to Elder Dempster Lines, Ltd., by Alexander 
Stephen & Sons, Ltd. The Aureol, which is the flag 
ship of the Elder Dempster fleet, is now operating in 
her owners’ passenger and mail service between the 
United Kingdom and West Africa, maintaining this 
service in conjunction with the Accra and Apapa, com 
pleted in 1947 and 1948 respectively. 

Ihe ship has been built under the special survey of 
Lloyd’s Register of Shipping, and conforms fully with 
the requirements of the 1948 Safety of Life at Sea 
Convention. Her attractive appearance, which in many 
wavs resembles that of a yacht, strikes a new note in 
her owners’ fleet, as does her colour scheme, with hull 
painted white. She is notable for the fact that, in 
addition to her tripod foremast mounted abaft the 
bridge, she carries a small tripod mainmast at the after 
end of the midships superstructure. This is no doubt 
intended partly as a staff from which the ensign may 
he flown at sea, though it also serves to carry the 
wireless aerials. 

The Aureol is a motorship of some 14,000 tons gross, 
being propelled by Stephen-Doxford engines driving 
twin ifts. Her leading particulars are as follows: 

Length b.p 537 fe 
Breadtt 70 ft 
~ssrs 36 ft. 6 in 
Draught 25 ft 
14,083 tons 


253 

100 
ervice speed 16 knots 
npared with the Accra and Apapa, the Aureol 
considerable increase in size. The two earlier 
vhich were built by Vickers-Armstrongs, Ltd., 
in-Furness, are of 11,600 tons gross. The 
1as 92 feet more length between perpendiculars, 
ve beam, but 6 in. less draught. It may be 
hat all three ships have Doxford-type engines 
ng 9,400 b.h.p. at 118 r.p.m.--in each case con 
by the builders of the ship, and that the 
speed in each case is 16 knots. This would 
to suggest that the two earlier ships have 
reserves of power than has been considered 
v for the Aureol. 


The passenger accommodation in the Aureol fully 
maintains the high standards which are expected of 
British shipowners, and particular attention has been 
paid to countering the heat and humidity of the West 
African climate. Cabins for the 253 first-class passen 
gers are arranged on the upper and bridge decks, and 
each has either a private bathroom or toilet compart 
ment. In addition to the standard first-class accom 
modation there are two private cabin suites, situated 
at the forward end of the upper promenade deck. Each 
of these consists of a sitting room, day room, and two 
bathrooms, and has a verandah of its own. 


Public Rooms 


With the exception of the dining saloon, almost all 
the first-class public rooms are arranged amidships on 
the lower promenade deck. They include a lounge, 
library, card room and smoking room. At the after 
end of this midships superstructure, but on the deck 
above, is the first-class swimming pool, which is over 
looked by a verandah cafe. Both the first-class and the 
cabin-class dining saloons are on the main deck, and 
are served by a common galley and pantry. An attrac 
tive feature of the first-class public spaces is the dancing 
space which has been provided by extending the area 
normally used for a promenade deck and adding to it 
the forward end of this deck. 

Cabin class passengers are accommodated in two and 
three-berth cabins, all of which have outside ventila 
tion, this being provided in some cases on the Bibby 
principle. Ample bathrooms and toilet accommodation 
are grouped among the cabins. The cabin-class public 
rooms occupy the after superstructure on the lower 
promenade deck, and include a smoke room, library, 
cocktail bar, lounge and a deck space for dancing right 
aft. 

The changing nature of passenger traffic on the West 
African route has made necessary in the Aureol a 
greater provision for children than hitherto, and_ this 
has been arranged on the boat deck, where there is a 
dining saloon and play room. The latter opens on to a 
special play deck, fitted with a guard screen all round 
and equipped with a shallow paddling pool. The dining 
saloon, incidentally, shares a pantry with the officers’ 
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The radar cabin, with the scanner mounted on top 


dining saloon on the deck below, and this is supplied 
from the galley bv a food lft. 

officers, 
tricians and apprentices is arranged on the upper 


Accommodation for — the engineers, elec 
promenade deck, with a common smoke room and mess. 
With the exception of the two apprentices, all officers 
have single cabins, and the chief engineer has a suite 
of rooms comprising day room, bedroom and bath room, 
with an entrance lobby. The captain has a_ similar 
suite on the boat deck above, where there are also the 
tibins for the purser ind his assistant, three clerks 
ind the three radio officers. A special wash place ts 
provided for the engineers when coming off duty, and 
i lift operates between this deck and the starting plat 
form in the engine room for their use. All three lifts 
in the ship were supplied by J. & E. Hall, Ltd. 

The crew, which is comprised of both Europeans and 
Africans, has two, three and four-berth cabins, Separate 


The first-class dining saloon, showing the 
fluorescent lighting 
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messes are provided for the various sections, served by 
European and African galleys, and recreation rooms 
are also provided. 

The Aureol is equipped throughout the public spaces 
with Mazda fluorescent lighting, supplied by the British 
Thomson-Houston Co., Ltd. Fluorescent fittings have 
been specially designed by the decorative architect, Mr. 
J. Patrick McBride, of A. McInnes, Gardner & Partners. 
They are mostly of the cornice type, designed to fit 
into the sides of shallow deckhead recesses. The visible 
parts of these fittings are composed of matt nickel 
plated frames with hinged glass windows. 

In the first-class dining saloon, the deckhead across 
the full width of the ship is split into three sections, 
and cornice type 4 ft. fittings are used in the recesses 
of both side sections. The central rectangular section 
is lit by bare-lamp fluorescent channels concealed in a 
cornice, and three inverted mushroom-type fittings 
mounted centrally, using tungsten lamps, provide a 
decorative feature. Other decorative tungsten lamp 
fittings are employed to give added sparkle. 

rescent lamps of the colours used on the Aureol 

» already been used on other liners, and have been 

tested in the B.T.H. laboratories to ensure that there 

is no distortion in the appearance of food or, of the 
dress and make-up of passengers. 


Thermotank Installation 


A Thermotank air conditioning, heating and ventila 
tion installation is fitted. The first-class dining saloon 
and the hairdressing saloons are fully air conditioned, 
the installation being capable of maintaining comfort 
able temperatures under the most arduous weather con 
ditions. When heating is required, the installation can 
maintain in the spaces a temperature of 70 deg. F. 
when the outside temperature is 30 deg. F. When con 
ditioning is in progress, a proportion of the air from 
the space being treated is recirculated through the 
units, but a minimum supply of fresh filtered air equal 
to 15 cubic feet per minute per occupant is introduced 
into the system for ventilation purposes. Distributors 
and punkah louvres are fitted in trunks at ceiling 
level. 
officers’, engineers’ and crew's 
accommodation is heated and ventilated by the Thermo 
tank punkah louvre system, all to the latest M.O.T. 
requirements. The general hospital is heated and venti 
lated. Non-return louvres are fitted, which isolate these 
spaces should the fan motor be stopped for any reason. 


The passengers’, 


The saloon, crew's and native galleys are supplied with 
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Another masterpiece of British shipbuilding 
sails on her maiden voyage, and like M.V “APAPA”’ 
is supplied throughout with 


CALTEX CALTEX 


4 Marine Lubricants 


ited in the United Kingdom | 


REGENT OIL COMPANY LTD. 


tt? PARK STREET, LONGON, W.1 
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a bright career to 





New Elder Dempster luxury liner BIH MARINE RADAR 


2 * Safety at sea owes much 
has Mazda fluorescent lighting o BTH 
Marine Radar Equipment 
THE NEW 14,000 TON LUXURY LINER AUREOL, built by which is one of the 
navigational aids of 
M.V. Aureol. 


Alexander Stephens and Sons, Ltd., of Glasgow, set sail 
on her maiden voyage to West Africa on November 8th. 








A fine lighting system is one of the distinctive features 


BTH Lighting 
Advisory Service 


Specialists in ship and dockside 


of this beautifully appointed ship. Fluorescent lighting 
has been installed in all her public spaces, Mazda 
Fluorescent Lamps and Shiplighting Channels forming thitisdiin: seb to Rin Sum, tee 


the basis of the special fittings designed by A. McInnes with other front-rank lighting 
experts, in the BTH Lighting 





& Gardner & Partners. ; 
Advisory Service. This service 
. ° . ° . . s lies complete lans and 
For Leadership in Marine Lighting fis SR Oi a 


specifications whenever these are 


|} needed. It is available without 


: ‘ | charge or obligation from any | 
> | BTH Office. 
ra} 


THE BRITISH THOMSON-HOUSTON CO. LTD. 
Crown House, Aldwych, London, W.C.2 








 Ma37s_ (Member of the A.E.J. Group of Companies 
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Elevation of the engine room of the 


air at atmospheric temperature and = also amply 
exhausted. 

The Aureol is fitted with Marconi radio equipment 
comprising ‘‘ Oceanspan** and“ Reliance ”’ trans 
mitters and ** Mercury *’ and * Electra ’’ receivers. A 
** Lodestone direction finder will provide accurate 
bearings. The radar equipment installed is B.T.H. 
tvpe RMS 1A, consisting of the two standard B.T.H. 
assemblies—the radar cabin, with the scanner mounted 
on the cabin roof, and a display unit. The cabin is 
on the upper bridge directly above the wheelhouse and 
chartroom, and the display unit is conveniently placed 
on the navigating bridge below. The prefabricated 
radar cabin contains all the necessary equipment 
except that contained in the display unit.  Resiliently 
mount on one side are all the power supplies, in 
eludn the motor-alternator set, power packs, voltage 
regul and relay units, together with the local con 
trol contactor panels. On the opposite side is the 


** Aureol,’’ with part plans at various levels 


transmitting and receiving equipment, with the gear 
box, scanner motor and Selsyn repeater mounted above. 
A feature of B.T.H. radar is the comprehensive meter 
ing system provided, whereby the operation of all the 
valves in the equipment can be checked in situ under 
working conditions. 

Automatic electric heaters are fitted in the cabin 
to ensure a higher-than-ambient inside temperature, 
and so prevent condensation when the equipment is not 
in operation. Provision is also made for protecting the 
scanner against icing and snow deposits. 

The arrangement of the deck cabin on the Aureol 
is non-standard in that the whole cabin is turned 
through 180 deg. so that the door opens on the port 
side. With a rearrangement of hinges, however, the 
door opens into the wind as in standard installations 
when it is on the starboard side. 

The display unit contains the P.P.1.--a 9 in. cathode 
ray tube—-with associated power supplies, time bases, 
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SECTION AT FR.88, LOOKING AFT 


Sections and plans o 
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PLAN AT FLOORPLATE: LEVEL 


ns of the engine room of the ‘“ Aureol’”’ 
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ind all the necessary controls for operating the com 
plete equipment. Under normal operating conditions 
it is unnecessary to enter the radar cabin. 

The wheelhouse is fitted with Beckett, Laycock & 
Watkinson’s ** Duowat ’’ wide vision windows. The 
outstanding features of these are the speed and ease of 
operation and the wide field of vision given by the 
narrow pillars. They are completely watertight. 
Similar windows were fitted recently in the wheelhouse 
of the B.I. liner Kenya. 

There are four cargo holds, two forward and two 
aft, with one tweendeck throughout. The holds and 
Nos. 1, 2 and # tweendecks are used for the carriage 
of general cargo. No. 3 tweendeck is refrigerated, and 
is used partly for refrigerated cargo and partly for the 
various provision rooms. All the refrigerated cham 
bers are insulated with Fibreglass, and lined with light 
illoy sheeting on the Gregson system. The three cargo 
chambers are arranged to carry both meat and fruit, 
ind in one of the rooms the temperature can be main 
tained at 10 deg. F.) The holds are served by four 
teen derricks of 5 tons capacity, and two of 10 tons, 
with electric winches, 


Main and Auxiliary Machinery 


As stated above, the propelling machinery of the 
fureol consists of two Stephen-Doxford opposed-piston 
engines. The engines, which have four cylinders each, 
are of reversible type and are direct coupled to the two 
shafts, delivering a total of 9,400 h.p. at 118 r.p.m. 
The main engines are arranged to burn heavy fuel, 
which is passed through a clarifier and a purifier of 
Alfa Laval make. A third Alfa Laval separator is fitted 
is a stand-by machine, and can be used either as a 
purifier or a clarifier. 

The exhaust gases from the main engines are utilised 
in two Cochran boilers, arranged for alternate oil firing. 
Among other auxiliary machinery may be mentioned 
the two Weir main air compressors, each driven by a 
115 h.p. electric motor. A Hamworthy auxiliary com 
pressor is also fitted. 

Electricity is generated by four diesel generators by 
W. H. Allen & Co., Ltd., each of 300 KW. The prime 
movers are Allen six-cylinder #45 b.h.p. diesel engines, 
running at #10 r.p.m. The emergency generator con 
sists of an SO kW. generator driven by a= 138-b.h.p. 
diesel engine by the National Gas & Oil Engine Co., 
Ltd. The switchboard, which is of the deadfront type, 
is mounted on the forward bulkhead of the engine room, 
with the four main generators just behind and below 
t. The emergency generator ts mounted in the funnel. 

The full list of engine room auxiliary machinery is 
ts follows 





office of British Insulated Callender’s Cables, 


s been moved to 199 Anlaby Road, Hull. The tele 
umber remains unchanged (Central 16367) 
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ROUND THE SHIPYARDS 
Work in Progress in Northern Ireland 
By THE SHIPPING WORLD'S Own Correspondent 


THE NEXT launch from the Belfast yards of Harland & 
Wolff, Ltd., is expected to be that of the King Malcolm, 
the first of two cargo motorships of 8,300 tons d.w. 
for the King Line, a subsidiary of the Union-Castle 
Mail Steamship Co., Ltd., building in the Abercorn 
vard. This will not complete the output for the year, 
as a cargo liner of 9,000 tons d.w. building in. the 
Victoria yard for the Ulster Steamship Co., Ltd., is 
also due to enter the water in December. The total 
for the year will then be ten vessels of about 120,000 
tons. 

During the past month an addition to the order book 
was a cargo motorship of 9,000 tons d.w. for Moltzau & 
Christensen, of Oslo, who earlier this year took delivery 
from the Belfast yards of the oil tanker Orkdal (12,000 
tons d.w.). The latest order is only the second of its 
kind brought to Belfast from Norway, which has been 
interested almost exclusively in oil tankers. 

Last month Lorentzen’s Rederi Co., Oslo, accepted 
the oil tanker France Stove, the last of five ships of 
24,000 tons d.w. which Harland & Wolff's have built 
for these and other Norwegian owners. Another ship 
recently completed is the Port Nelson (8,300 tons), a 
refrigerated motor vessel with accommodation — for 
twelve passengers for the Port Line, Ltd. With the 
departure of these vessels, and also of the aircraft 
carrier Eagle, which left at the end of October, ther 
has been a slackening in the fitting-out department, 
which is now engaged on the Union-Castle liner Kenya 
Castle (17,300 tons) and the cargo liner Eustern Star 
(8,900 tons) for the Australia-China Line, Ltd. Warship 
aireraft carriers 
which are now being given a 


construction now consists of — the 
Centaur and Bulwark, 
higher priority. 

Restrictions in the supply of steel have also had 
the effect of slowing down some of the work tn the 
vards, but all the IS berths are occupied or earmarked 
for keels. The latest to be laid is that of the oil tanker 
of 32,000 tons d.w. ordered by the British Tanker Co., 
Ltd., and a start will be made in December with the 
passenger liner of 28,000 tons for the Peninsular & 
Oriental Steam Navigation Co., Ltd. Preparatory 
work for this vessel is already in hand and the slipway 
in the Musgrave vard is now ready for the keel-laving 
ceremony. Ships recently in hand fer repairs or over 
haul have included the Ulster Prince, Esso Cristobal, 
King Edward and Trevaylor. 





ON THE ‘* BALTIC” 


(Continued from page 376) 


from the Continent to the United Kingdom is not show 
ing sign, of developing to a great extent. Operation 
of aircraft continues to cost more and cheap freight 
is not available to shippers. 

The Airbrokers’ 
and others who may be interested that valuable lectures 
ire being given on the subject of the commercial ai 
industry at the Merchants Hall, Baltic Exchange. The 
next lecture will be on December 17 at 6 p.m. and 
includes a film. The subject will be ** Modern Au 
Traffic Control and its Problems and the lecturer 
Captain V. A. M. Hunt, Director, Navigational Services 
(Control and Navigation), Ministry of Civil Aviation. 


Association reminds its) members 





Chamber of Shipping Tramp Freight Index 


The Chamber of Shipping index number of tramp shipping 
freights for October 1951 is 190.4, a ri {f 23.9 points on 
the month, the figure for September having been 166.5. It 
compares with 95.8 for October 1950 The index number 
is bosed on tramp fixtures revorted during 1e month, only 
fixtures in sterling being used, 
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GAS TURBINE ACHIEVEMENTS 


THE MARINE GAS TURBINE PLANT IN _ 1951 


By COMMANDER W. T. SAWYER, U.S.N.* 


THE FOLLOWING definition is advanced: ‘“* A gas turbine 
engine is a prime mover operating on a substantially steady 
flow Brayton or approximate Ericsson cycle, the compression 
and expansion vortions of which are carried out in rotating 
components.’ Addition of the word ** engine *’ makes clear 
that a prime mover, and not merely a mechanical com 
ponent thereof, is indicated. The complete term ‘* gas tur 
bine engine’? also may imply properly that the compressor, 
combustion chamber, and heat exchanger designers, with 
their entirely different concepts, are also essential members 
of the engine-building team, The use of the simple term ** gas 
turbine" has contributed to the unfortunate assumption 
that steam turbine design principles and experience are 
adequate for and can be applied with unmixed blessings to 
the evolution of gas turbine engines. 

It is desirable to suggest in passing a standardisation of 
other terminology which is often a source of confusion, In 
describing the operation of gas turbine engines or of their 
turbo components, the significant ratio of uvnver to lowe1 
pressure levels is referred to properly as “* pressure ratio.” 
The consistent and familiar use of the term ‘ compression 
ratio’ in relation to reciprocating machinery to define a 
ratio of measurable volumes before and after compression 
makes it unnecessarily confusing if apvlied to the steady 
flow gas turbine engine for which only pressures are 
measurable. 

nereasingly frequent reference to the tvve of heat 
exchanger in which suitable material (such as wire mesh) 
is exposed alternately to the hot and cold gas streams to 
effect heat transfer can be exvected, Terminology which will 
distinguish readily between this tyne of exchanger and the 
commonly used tubular or extended-surface tvve, in which 
the gases always flow on opposite sides of the elements, is 
needed. Adoption of the British convention which terms 
the former of the foregoing types a ** regenerator “’ and the 
latter a “* recuverator "’ is recommended. 

One of the most useful and interesting characteristics of 
the gas turbine engine is its versatilitv. This versatility is 
the result of an important additional ** degree of freedom,” 
that of ability to take full advantage of variable life require 
ments. It must be acceoted that no startling improvement 
in steam turbine plant or diesel engine efhiciency could be 
obtained readily by a reduction in reauired overating life 
from, sav, 100,000 hours to 500 hours. Reduction in design 
life for the gas turbine engine, on the other hand, permits 
the material reduction of both svecific fuel consumovtion and 
weight 





CHAMBER 


Fig. | 





Four gas turbine engines have seen service afloat to date 
in six installations. A light, simple, medium-life engine of 
2,500 h.p. first went to sea in 1947 in a British naval motor 
gunboat. Two British 120 h.p. simple engines provided the 
major propulsive power for the yacht Torquil in May, 1950 ; 
one of these engines now powers a British naval harbour 
launch. A 160 h.p. simple engine developed by Boeing for 
the U.S. Navy powerec’ a naval personnel boat in May, 1950, 
and became the first gas turbine engine to which vessel 
propulsion was wholly entrusted ; its later version powers a 
small landing craft undergoing extensive tests for the U.S. 
Navy. Lastly, but of greatest general significance, a !,200 
h.p. British long-life recuperative engine has just been in- 
stalled as part of the propulsion plant of the British tanker 
Auris, providing first extensive experience afloat for merchant- 
type plants. 

Ten further marine units have been completed but not 
installed. Seven are for propulsion and three for auxiliary 
use. Five of the propulsion and two of the auxiliary units 
were built for the U.S. Navy. One propulsion and one 
auxiliary engine were built in England and the final propul- 
sion engine in Switzerland. Six additional engines are under 
construction for propulsion in the United States, England, 
and France. 











Decreasing ambient temperature significantly increase both 
available power and overall efficiency of the gas turbine 
engine. For example, each 10 deg. F. drop in ambient 
temperature below design value results in approximately a 
5 per cent increase in available power and a 3 per cent 
increase in overall efficiency for a typical simple-cycle engine. 
It cannot be overemvhasised that a stated figure for gas 
turbine engine power rating or efficiency represents only an 
approximate description unless clearly associated with a 
definite ambient temverature, A standard ambient condition 
of 80 deg. F. (sea level) is used by the Bureau of Ships. 

Fig. 1 shows the starting point, or simvlest cycle, to 
consist of comoressor, combustion chamber, and turbine. 
Taking values established by actual production practice for 
turbine, compressor, and combustion chamber efficiencies, 
and assuming aerodynamic losses held to a minimum as 
they are in a straight-through flow arrangement, attainable 
engine efficiency ts a function only of top cycle temperature 
(for given standard ambient conditions), This temperature 
is limited clearly by the stress-to-rupture and creev pro 
perties of available materials, Revresentative of the modern 
simple-cycle machine is a 4,800-h.p. locomotive unit which 
weighs about 5 lb. per h.p., has a specific volume of 0.20 
cu, ft. per h.p., and an overall thermal efficiency of 18 per 
cent burning bunker C fuel oil. The same basic engine type 
has been modified for other applications requiring widely 
variable output speed by providing a separate power output 
turbine. This modification effects no change in full-load 
specific fuel consumption, but improves part-load economy 
at the expense of about a 10 ver cent increase in specific 
volume 


Simple-Cycle Unit in Service 


Increasing numbers of units of the foregoing general type 
are entering industrial service in the range from 1,000 to 
6,000 h.p. They fail to match either the full-load or, more 
notably, the part-load efficiency of the diesel engine. Refer 
ring again to Fig. 1, it is noted that two devices are avail 
able for improvement of fuel economy without obvious change 
in plant simplicity, There are increase in maximum tem 
perature and improvement of turbine and compressor 
efficiencies, Increase in tov cycle temperature reauires the 
development either of higher-temperature materials or of 
cooling techniques, Improvement in component efficiencies 
is the other alternative, and in this direction progress 
certainly will be made with the passage of time. 

Immediately available devices for improving engine 
thermal efficiency, using present materials and component 
efficiencies, all involve additional complication. Other cycles, 
such as the Sulzer ‘‘semi-closed’’ and Escher Wyss “‘closed”’ 
cycles, and thermodynamically combined steam-gas and 
diesel-gas cycles are evolved in this way. To improve the 
simple open-cycle efficiency, heat exchangers may be incor 
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porated. The improvement in efficiency is offset somewhat 
by a reduction in power due to the pressure drops intro 
duced. Typical of several shore recuperative gas turbine 
engines commercially available is that produced by the 
General Electric Company. It delivers 5,000 h.p, at a thermal 
elherency of 23.7 per cent and shows a specific weight of 
bout 56 lb. ver h.p. (of which 50 Ib. ver h.p. is recuperator) 

t specific volume of about 1 cu, ft. ver hep. (of which 
0.8 cu. ft. per h.o. is recuperator), Part-load efficiency is 
proportionately more imovroved than full-load efficiency. 

The second practical recourse for improvement of plant 
ethiciency is the incorporation of intercoolers in the com 
pression process. Introduction of a properly designed inter 
cooler may result in an increas both plant efficiency and 
power, particularly the latter. 

The third alternative for increasing gas turbine plant 
efhcerency at the expense of added complexity is reheat of 
the exvanding gases in an additional combustion chamber 
Reheating is familiar, under another name, in a special type 
of g ‘ afterburning " in the aircraft 

turbo-jet engine, It was incorporated, along with inter 
oling and recuperation, in the experimental plant built 
by the Elliott Company for the U.S. Navy in 1945, That 
init, which incorvorated all three possible complexities, had 
i test thermal efficiency of 27.6 per cent, a specific weight 

30 Ib. per h.o., and a svecific volume of 5 cu. ft. ver h.p 

Were the marine gas turbine vlant to have a free choice 

fuels, it might be stated fairly that its reliability is equal 

that of its steam or diesel competitors. Bunker C fuel, 
ith some attention given to source, has been burned during 
very extensive operation of the Alco-G. E. gas turbine loco 
notive in 100,000 miles of revenue service on the Union 
Pacific Railroad during the past two years. Ten oil-burning 
plants totalling 66,000 kW capacity sold by the Swiss firm 
Brown Boveri had comouiled 44,135 hours in revenue 
\ in seven countries at the end of July 1951. Of these, 
pioneer locomotive vlant of 1941 continues in scheduled 
ifter ten vears and 300,000 miles of operation. 
e accumulated from actual service justifies the state 
that reliability of simple-cycle long-life gas turbine 
nes of about 18 ver cent efficiency has been established 
the equal of that of steam or diesel power for operation 
tvpe required in merchant shin propulsion when 

lied with diesel or selected residual fuel 


gas turbine engine—-as 


Fuel Costs 


dern steam propulsion plants of 12,500-16,000) s.h.p. 
shown a fuel consumption (bunker C fuel) of about 
, 


b. per s.h.o.-hour, The specitic fuel rate, by test, 
recuperative 1,200-h Dp. gas turbine propulsion pvlant now 


TABLE !|.—_WORLDWIDE PRICES OF MARINE FUEL OILS 
JUNE 195! 


{ Mex 
roximate U.S.A. average 
ximate world average 
esel, 7.64 barrels per ton. Bunker ¢ 6.52 barrels per ton 
321 gallons per ton (Diese 
nit weight ratio rs 
274 gallons per ton (bunker C) 


led on board ship, is 0.66 Ib. ver s.h.op.-hour Since, 
wever, similar stationary plants of higher (2,500-13,500 
p.) powers have shown in service fuel rates from 0.68 to 
0.48 Ib. per s.hop.-hour (the experimental marine plant tested 
he Elliott Company for the United States Navy in 1945 
17 Ib. per s.h.p.-hour on diesel fuel), the value of 
ver s.hop.-hour will be taken as the established value 
omparative present-day 12,500-h.p, comvlex-cycle gas 
plant. The fuel rate for the long-life simpvle-cycle gas 

lant in the 12,500-h.p. range is well established 
per s.h.v.-hour. A representative figure for modern 
liesel engine specific fuel consumption (diesel oil) is 
1 to be 0.36 Ib. ver s.h.p.-hour If the average 
ratio of diesel to bunker C fuel-oil costs (weight 
taken as 1.7 (the ratio varies widely with locality, 
by Table 1), fuel costs may be readily compared. 
gas turbine plant has still to demonstrate its ability 
iker C fuel unrestricted as to source, both diesel 
C fuels are shown. Although the diesel engine 
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has demonstrated its practical ability to burn residual oils 
in marine propulsion service, engines of this type burning 
distillate fuel still predominate, Accordingly, both diesel oil 
and bunker C figures are also shown for the diesel. 

Table 2 shows the relative fuel costs ver h.v.-hour for 
four types of marine machinery, with steam plant as the 
basis for comparison. When the diesel engine is adapted to 


TABLE 2.—COMPARATIVE FUEL eee OF 12,500 H.P. MARINE 
PRIME MOVE 
Assumed S.F.C. Fue cost per h.p.-hr 
(/b. per h.p.-hr.) relative to stean 


Diesel Bunker 
Type engine C oil / Cc 


0.36 0.76 2 


s 1.0 "3 
Simple gas turbine 0.755 1.60 2.56 (3.17)* 
Complex gas turbine 0.52 1.10 1.77 (2.18)* 
Tabular values are based 

Diesel 
————(weight basis 1.7 (see Table |) 

Bunker C 
2. Higher heating values, B.T.U. per Ib Bunker C 18,500 ; Diesel = 19,600 
* Values in parentheses apply to U.S. ports 

Diesel 

( cost ratio 2.1 ) 
Bunker C 


|. Average worldwide cost ratio 


burn bunker C fuel, its fuel requirements can be met 2+ 
per cent more cheavly than its nearest competitor, The fuel 
cost for the conventional diesel engine, burning diesel oil, 
s 22 per cent greater than that of the steam plant; that 
of the complex-cycle gas turbine plant is 10 ver cent greater 
when burning selected bunker C, and 77 ver cent greater 
when burning diesel oil, than that of the steam plant; that 
of the simple-cycle gas turbine plant is 60 ver cent greater 
when burning selected bunker C and 156 ver cent greater 
when burning diesel oil than that of the steam vlant. The 
variation in cost of fuel handling between bunker and diesel 
oil on board ship and the much greater consumption of 
lubricating oil (42 times) by the diesel in relation to either 
steam or gas turbine plants have been omitted secondary 
variables 
First Cost 


Inquiries to a leading American manufacturer of both 
land steam turbine-generator equipment and complete gas 
turbine engine-generator units, and to a leading firm of 
commercial engineering consultants, established the follow 
ing approximate costs for land vrime movers 

5,000 h.p. simple-cycle, variable-speed gas turbine engine 

5.000 h.p. recuperative variable-speed gas turbine engine 

7,000 h.p. recuperative-intercooled gas turbine engine 

17,000 h.p. recuperative constant-speed gas turbine engine 

5,000 h.p. steam boiler-turbine plant 

5,000 h.p. diesel plant 


Table 3 shows the approximate cost of land power station 
gas turbine engines offered by a leading foreign manufac 
turer, Import duties and shipment charges to this country 
have a bearing upon the orice differential between this and 
American equipment. All equinment shown in Table 3 


TABLE 3.—PRICE QUOTATIONS (SWISS MANUFACTURER) FOR 


GAS TURBINE ENGINE EQUIPMENT LAID DOWN IN USA. 
(Duty paid) 


75 pe 


™MOO@PrAE 


ra 


13,400 
17,400 


Notes 

|. All engines have essentially constant-speed output for electr power 
generation, and are complete up to what would normally be the generator 
coupling 

2. Price quotations include reduction gear to deliver power rating at 3,600 
r.p.m., except in case of Type F, which drives directly at 3,600 r.p.m 

3. All types except Type | are single-shaft 

4. Type | is a 2-shaft arrangement with 2 compressors, intercooler, 2 com- 
bustion chambers and 2 turbines 

5. Type H has 2 compressors on single shaft, with intercooler. With addition 
of a separate power-output turbine, this unit would be potentially wel! suited 
to marine propulsion 


operates at a maximum gas temperature of about 1,110 
deg. vs whic h makes Its reliable operation on bunker ( fuel 
unrestricted as to source much more likely, but increases 
plant svecific volume and hence cost relative to plants 
operating at higher temperatures. 

The exact comparison of propulsion plant first cost requires, 
# course, consideration of cost differentials of other 
machinery required to transmit the power developed to the 
propeller at the proper speed and direction of rotation and 
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furnish essential shivboard services in conjunction with 
the main plant, Reduction of gas turbine plant output 
rotational sveed to that required for either a fixed or 
variable-pitch proveller may be accomplished by the same 
gearing in present use for steam plants, To achieve reversal, 
suitable clutches or brakes, together with idler pinions, may 
be introduced into the gear system, or the variable-pitch 
propeller may be adovted, either alternative at an increase 
in cost (and reduction in reliability). 

In a report to a national meeting of the Edison Electric 
Institute in Oklahoma City on May 7, 1951, Mr. G. D. 
Conley, chief engineer, Oklahoma Gas and Electric Company, 
stated: ** On May 1, 1951, this General Electric gas turbine 
has been in operation 20 months. Little maintenance has 
been necessary on the unit and all work has been done by 
regular plant forces As is standard company practice fo 
new steam turbines, an overhaul and inspection was 
scheduled to be done after about 6 months of operation. 
In the future it is planned to put the unit on the same three 
year basis as is used for the steam turbine units.” 

Mr. J. W. Blake, assistant superintendent of generation, 
Oklahoma Gas and Electric Comvany, reported the following 
details of maintenance requirements in a vaver presented 
earher, on November 30, 1950; ** The initial six-month over 
haul and inspection was more extensive than normally will 
be made in the future, It was felt iustified owine to the 
newness of the design, together with lack of exverience in 
operation. A total time of 44 davs was taken and the expense 
was $7,017. Little material was found necessarv, the majority 
of the expense being labour. It is estimated that subsequent 
inspections can be made in about a 1l4day veriod and at a 
cost of around $3,000 to $4,500, denending on materials 
required, Being done on a 3-ve sis, this would be at a 
rate of $1,000 or $1,500 per year.” 

’ ibility of the gas turbine vlant in general to deliver 
inidirectional shaft power to meet rapid changes of load 
is well established. Skortz and Gessner have revorted tests 
to show that a very early varallel-ceycle, recuverative marine 
plant could very accevtably match a_ typical destroyer 
acceleration pattern over a three-hour veriod with but 
slightly trained operators. Manauvrabilitv, as regards both 
unidirectional load variation and starting time, is clearly 
icceptable for normal marine provulsion service, Marine 
propulsion, however, requires a reversal of propulsive thrust. 
Effective transmission systems to vermit the gas turbine 
engine to fulfil this requirement have been demonstrated in 
vwtual sea service with gas turbine engines only for very 
low powers (120 to 160 h.v.). Mechanical reverse gears were 
used in these instances, Detail discussion of the alternative 
provisions for reversing has heen given by Hammond and 
others. Included are clutches (friction and hydraulic), 
epicyclic reduction gears with reversible elements. control 
lable-pitch propellers, and electric drive. Provision of a 


separate gas turbine for astern Dvower, as is common prac 
' 


tice with steam turbines, is thoroughly imoractical. Of the 


immediately available alternatives, the writer favours use 


TABLE 4.—WEIGHT COMPARISON OF VARIOUS TYPES OF 
MERCHANT SHIP PROPULSION MACHINERY 


Steam (600 p 850 F.) 
2 Pame 
sy m re trada 
Venore vania (Brown) (Brown) 
13,000 12.500 10,000 10,000 
We s 

2! 

23 

66 


180 


» machinery 
weight main machinery, Ib 


y generators and switch- 


4 
@ 


iders, gratings 
uptakes 


ra 


machinery (for ey 
‘ 


em 
xhaust and air piping 

ng and sea connections 
g-oll piping 


aw — 
N aNOShAONU— 
SO OVNNa SW oO 


—~ 


auges, operating, and j 
gear 
system 
weight up to propeller 
pling 
tal weight up to propeller 
pling ; Ib. pers.h.p 


w 
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of clutches and a reversing gear with an otherwise conven 
tional reduction gear and fixed-blade vroveller, or use of 
a controllable- and reversible-pvitch propeller. 

It is interesting to note the situation with regard to weight. 
The significant comvarison is made in Table 4 based, to the 
maximum extent possible, upon actual marine installations. 
Based uvon a 3,500-h.p. vlant designed in 1946 and actually 
constructed by Pametrada in 1950, at present under test 
prior to eventual marine installation, Brown has made a 
detailed layout and weight analvsis of a 10,000-s.h.p. gas 
turbine plant. This study, of 1949-50 vintage, is both con 
servative and authoritative and is used, therefore, to repre 
sent today’s complex-cycle marine gas turbine plant. 

It will be noted in Table 4 that svecific weights of main 
components alone show the diesel 120 ver cent heavier than 
steam, and the gas turbine plant 20 ner cent lighter than 
steam. On a total plant basis, taking the American steam 
vessels as the base line, the diesel is 90 ver cent heavier than 
steam, and the gas turbine vlant 8 per cent heavier than 
steam, The latter conclusion from the given facts is open 
to serious question, The writer agrees in general with 
Brown’s conclusion (comparing columns 4 and 5) that the 
specific weight of the complex-cyvcle gas turbine plant instal 
lation available today is about 10-20 ver cent lighter than 
a 600-lb., 850 deg, F. steam installation. 

Ultimate evaluation of comparative weights of different 
types of machinery requires recognition of their fuel require 
ments, The prover index of ** weight for propulsion *’ is the 
specific weight of machinery installation plus fuel, and is 
a function of required steaming time between fuelings, or 
cruising radius. Table 5 shows this comparison for trans 


TABLE 5.—TOTAL PROPULSION SPECIFIC WEIGHT FOR 


MODERN MARINE PRIME MOVERS 
Complex- 


wm 
s.f.c 
Wt: t 250 hours 
Wr: t- $00 hours 
Wt- Wm -t. s.f.c 
where 
We total propulsion specific weight (hours) ib. per s.h.p 
Wm specific weight of propulsion machinery installation ib. per s.h.p 
t steaming time between fuelings hours 
s.f.c specific fuel consumption of propulsion machinery Ib. per s.h.p.-hr 


atlantic (250 hours) and the United States-Persian Gulf (500 
hours) traffic. Were weight critical, it would be difficult to 
make a case for the diesel. 

he tonnage laws governing merchant vessels constitute 
at the moment a persuasive deterrent to any active effort 
to realise a compact machinery vlant., Roberson reports that 
‘Welsh has investigated this point in relation to a 10,000 
tons ship with a net tonnage of 6,250. Reducing the size of 
the engine room from 13 to 12 ver cent might increase the 
hold capacity from 815,000 to 825,000 cu. ft., an increase of 
1.25 per cent, but would increase the tonnage dues by 32 
per cent, This would pay only so long as the revenue from 
the increased cargo space exceeded the extra expenditure 
on tonnage dues and this could only hapven if the tonnage 
dues never exceed 4 ver cent of the gross earnings. Hf the 
engine room were decreased to 6.5 per cent of the whole 
volume, the hold capacity would be increased by 8 ver cent 
and the tonnage dues by 41 ver cent. This would show an 
increase in revenue so long as the tonnage dues did not 
exceed 19.5 ver cent of the gross earnings. 


Conclusions on Comparative Volumes 


Brown's figures appear to establish that required engine 
room lengths are about equal for steam and for complex 
gas turbine plants, and that both are about 20 ver cent 
shorter than the diesel engine room, The volume comparison 
can be concluded on this basis: the steam, diesel, and 
complex-cycle gas turbine vlants require volumes which are 
not significantly different, and all comfortably fit the volume 
normally made available as a result of revenue considera 
tions as affected by tonnage rules. In the event that ton 
nage rules undergo revision, and in certain special-service 
vessels under present rules, the use of simple-cycle gas 
turbine engines would afford the opvortunity for reducing 
engineroom volume to about the same extent that recent 
gas turbine engined locomotives have reduced lengths in 
comparison to steam- or diesel-nowered locomotives, or 
about 30-50 per cent. 

From the foregoing considerations of reliability, fuel cost. 
equipment first cost, maintenance and one rating personnel 
requirements, manceuvrability, specific weight, and specific 
volume, it appears that limited incentive exists for ship 
owners to consider, at the present time, gas turbine pro 
pulsion plant rather than available steam or diesel plants. 





The Shipping World VEMBER 28, 195] 


n to believe that accumulation of sea 

is turbine plant will produce the missing 
here is amole evidence from other tyves of 
sonable assurance of improved reliability, 
nd overating versonne 
neuvrabihiy, Only in svecialised apovlica 
rv we ght and space ire t a premium 
yrofitably be subordinated to 
low maintenance, and minimum operating 
the stmole-evcle gas turbine engine already 


requirements, 


t omy < 


rin of established suverioritv over its com 
s to the bility of the gas turbine 
residual fuel oils from whatever 

marine provuuis.or ivpiication, 

the absence of actual exverienc 





Gas Turbine Vessel Crosses Atlantic 


\ iu Texas, has cc e the news that the 
u gon shiv in the world 
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on plates of 
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m on Education for Manage 
American Coune on Produc 
ts. 6d.) from 21 Tothill Street, 
Leves American exverience to 
nd education for management 
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whole should study means for 
ive develop 
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RECENT TECHNICAL DEVELOPMENTS 
New Type of Safety Goggles 


Industrial eyeshields which give complete prolection with 
out discomfor: to the bridge of the nose or the ears have 
been introduced by J. & S. Newman, Ltd., of 100 Hampstead 
Road, London, N.W.1, The eveshield, under the trade name 
* Safespex,’” offers completely unsplinierable and ventilated 
goggles, toned to individual industrial and institutional 
requirements, e.g., green for welding, red for X-ray work, 
grey blue for sun glire and clear for general use, all giving 


The ‘ Safespex”’ industrial eyeshield 


an unrestricted tield of vision. The wearer of spectacles has 
no difficulty in vlacing ** Safesvex "’ over them. The “ Safe 
spex "" eveshield rests only on the cheekbones and the fore 
head, thus avoiding any discomfort to the nose or ears, an 
elastic band holding these lightweight goggles easily in place. 
* Safespex ' 
should be a valuable addition to standard cauinment 


Wherever vision is in danger or under stress, 


Improved Inspection Lamp 


A new and improved version of their self-contained port 
ble inspection limv has been produced by Nife Batteries, 
Lid., of Redditch, Worcs. Cavable of projecting a long-range 
high candlepower beam, the eaquinment, type P.6, was 
designed primarily to meet the rigorous working conditions 
encountered in the inspection of overhead power transmission 
lines, Many improvements in detatl have been made, The 
equipment consists of a 6-8 volts nickel-cadmium alkaline 
battery of miners’ lamp des.gn, carried on the back of the 
operator and connected by flexible cable to the compact 
robustly constructed projector using a double-tilament high 
efficiency bulb. Of all-steel construction nd, therefore, 
virtually indestructible, the battery comprises six cells of 
sufficient capacity to provide three to four hours’ light on 
the major I8-watts filament, and about 20 hours on the 
3-watts reserve. It can be left for indefinite periods in a 
harged condition without risk of deterioration \ push on 
off switch is positioned by the projector hand o allow for 
easy one-handed control. In use, the battery contained in 
1 stout leather case, and this, together with leather bag 
for the projector, is attached to a carrying harness to give 

the maximum comfert nd minimum fatigue 





Plans for Mexican Shipping 


The Central American Chambers of Commerce and_ the 
Institute for the Promotion of sconomic Exchange of 
Mexico have advanced proposals that Mexico should estab 
lish an adequate merchant marine to handle traffic between 
Mexico and Central American countries. Antonio Arellano, 
president of the Institute and also of the recently formed 
Committee for a Merchant Marine, has stated that adequate 
shipping would nermit Mexico to channel its surplus pro 
duction to nearby markets. This would lead not only to a 
trengthening of Mexico’s economic position, but also increase 
friendly relations with Central American neighbour countries. 
While President Aleman’s programme has made great strides 
in road construction, railroads, irrigation projects, electrifi 
cation, ete nothing has been done until now to provide 
for an adequate merchant marine. But the President has 
agreed to inaugurate work on the maritime project and 
officials of the Institute and the Committee for a Merchant 
Marine are to meet with the President's advisers soon to 
work out a feasible programme 
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Tug for East African Service 
Designed for harbour and coastal towage on the 
East African coast, the single-screw steam tug 
Arusha has been completed for the British India 
Steam Navigation Co., Ltd., by Henry Robb, 
Ltd. Of about 280 tons gross, she has dimen- 
sions of 112 ft. 6 in. length, 32 ft. breadth and 
13 ft. 3 in. depth. The propelling machinery 
has been supplied and installed by White's 
Marine Engineering Co., Ltd. It consists of a 
triple-expansion steam engine having a designed 
power of 800 i.h.p. On full power trials the 
cesigned horsepower of the engine was easily 
attained, a niaximum free running speed of over 
i2 knots being recorded. The delivery of the 
Arusha from Leith to Mombasa has been under- 

taken by Pedder & Mylchreest 


New Danish Collier 


The single-screw steam collier Th. 
Adler Svanholm has been delivered to 
her owners, the Danish Coal Co., 
Ltd., of Copenhagen, by the Elsinore 
Shipbuilding & Engineering Co., Ltd 
The vessel is a self-trimmer of about 
2,800 tons gross. A deadweight of 
3,875 tons is carried on a draught of 
19.43 ft. Her principal dimensions 
are 299 ft. length b.p., 47.8 ft. breadth 
moulded, 26.73 ft. depth to raised 
quarter deck and 21.5 ft. depth to 
upper deck. The cargo holds are 
served by four large hatches, there 
being four 3-tons derricks with a 
similar number of attendant steam 
winches The main engine was 
supplied by the shipbuilders and 
comprises a  3-cylinder  turbo- 
compound steam engine with exhaust 
turbine. This engine develops |,800 
i.h.p. at 11S r.p.m. and provides the 
ship with a loaded speed of 12 knots 


= ees eg meee 3 


Motor Cargo Vessel] from Burntisiand 


A cargo motorship of 5,575 tons gross has been handed over to the Stanhope Steamship Co., Ltd., by the Burntisland Shipbuilding Co., Ltd. 

She is the open shelterdecker Stanburn, fitted with a topgallant forecastle, raked stem and cruiser stern. With a deadweight of 10,350 tons on a 

draught of 25 ft. 10 in., she has a length o.a. of 462 ft. 3 in., b.p. 435 ft., breadth 59 ft. 6 in., depth moulded to shelter deck 38 ft. 11 in. and a 

moulded to second deck of 28 ft. I! in. There are five cargo holds, of which No. 3, immediately forward of the engine space, may be 

s a deep tank for water ballast. The cargo is handled by double derricks and steam winches at each hatchway, while, in addition, there 

tons derrick for heavy lifts fitted at No. 2 hatchway. Built by R. & W. Hawthorn, Leslie & Co., Ltd., the main engine is a 4-cylinder two- 
stroke opposed-piston Doxford-type diesel engine arranged to burn heavy oil. The engine develops 3,300 b.h.p. 
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NEW CONTRACTS 


Yards in Great Britain and Northern Ireland 
Approximate Tonnages 


Dimensions Speea 
ross Deadweight (ft.) (knots) 


10,000 — 


Commonwealth and Foreign Yards 
4,200 - ae 


3,880 


LAUNCHES 


Yards in Great Britain and Northern !reland 
Approximate T ages 
Dimensions Speed 
Deadweight (knots 


Commonwealth and 
4.660 7,200 


2,750 


18,000 


9,300 


398.33 56.42 


Diesel 


Propelling 
Machinery 
Doxford 
diesel 


Propelling 
Machinery 
Diesel 


Tr.-exp 
steam 


Diesel 


Tr.-exp 
steam 


Steam 
turbine 


MAN 
diesel 
Diesel 


B. & W 
diesel 


8-cy! 
Gotaverken 
diesel 


turbine 


Quad.-ser 
2-str 
Sulzer 
diesel 


M.A.N 
diesel 


Diesel 
electric 


M.A.N 
diesel 


M.A.N 
diesel 


Sin.-ser 
twin 6-cy! 
Atlas diesels 

Tw.-ser 
Fiat diesel 


9-cyl., 2-str 
M.A.N 
diesel 
6-cyl., 2-ser 
B.& W 
diesel 
6-cyl., 2-str 
diesel 


8-cy! 


diesel 
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Engine 
Builders Shipbuilders 


_ Wm. Pickersgill 


Lubecker Masch.- 


es 
Lubecker Masc 
Ges 


Lubecker Masch - 
es 

Werft Nobiskug 

G.m.b.H 

Rendsburg 

Tohoku Dockyard 

Co 


Uraga Dock Co 

Bethlehem 
Snarrows Point 
Sripyard, Md 


de Biesbosch 

Dordrecht 
Werf Gusto 

Schiedam 


Engine 
Builders Shipbuilders 
J. W. Cook 
& Co 
Wivenhoe 
Amos & Smith Cochrane & 
Sons 


Lithgows 


Ferguson 
Bros. (Port 
Glasgow) 


Namura 
Shipyard 
Co., Osaka 
A. G. Weser 
Bremen 
Harima S.B 
Co., 
Aioi 
Hitachi S.B 
& E. Co., 
Mukaishima 
Oresunds- 
varvet, 
Landskrona 
Lubecker 
Masch.-Ges 


Shipbuilders 


Deutsche 
Werft 
Finken 
werder 

H.C 
Stulcken 
Sohn 


Yokohama 
Ch 

Dubigeon 

Nantes 


Howaldts- 


Karlskrona 


Uddevallav- 
arvet AB 


Flensburger 
Schiffsbau 
Ges 

Oresunds- 
varvet 
Landskrona 

Cantieri d 
Muggiano 
La Spezia 

Shipbuilders Kockums 
M.V 


Shipbuilders 


Malmo 
Akers M.V., 
Oslo 


Gotaverken 
Gothenburg 


Shipbuilders 


Shipbuilders Eriksbergs 
MY 
Gothenburg 
Lubecker 
Masch.- 

Ges 
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Shipowners 


Lloyd Triestino 


Rederi A/B 
Nordstjernan, 
Stockholm 
Cie. des 
Transports 
Oceaniques 
Cie. Navale des 
Petroles, Paris 


Cie. Nantaise 
des Chargeurs 
de |'Quest 

Peter Meyer 
Oslo 


Kon. Ned 
Stoomb. Maats 
Amsterdam 


C. H. Sorensen 
& Sonner, 
Arendal 


Shipowners 


Ellerman’s 
Wilson Line 


Secil '* Cia 
Geral de Cale 
Cimento 
Athe’ Line 
Corpn. of 
Wallasey 


A'S Thor Dahli 
Sandefjord 


British Tanker Co 


Osaka Shosen 
Kaisha 


Cia. Argentina de 
Nav. Dodero 


C. Minnaar 
Overschie 


Nakamura Kisen 


Nachfolger 
Hambur 


Amerika Line 


Wilcens 
Delfzy! 


A. Vos 
Hoogkerk 


K. Albers-Panjer 
Worms et Cie 


Zim Irael Nav 
Co., Haifa 


Cie. Maritime 
des Chargeurs 
Reunis 


AS Tank, Oslo 


951 
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Ship's Name 
and/or 
Yard No. 


Approximate Tonnages 


Gross 


11,600 


Type Deadweight 
Asia Pass 
(1766) 


liner 


Silver Gate 
(956) 


502 0.a. and 
465 b.p 64 
30.33 
407.2 - 55.6 
35.2 


Torima 


Doha 603 
(434) 


| o.a. and 
567.5 b.p. - 76.5 


Penerf 272.33 0.a. and 


Havfru 
(319) 


Argos 
(759) 


TRIAL TRIPS 


Yards in Great Britain and Northern Ireland 
Ship's Name Approximate Tonnages 
and/or 
Yard No 


Sross Dea 
Caval 2,400 3,000 
(406) 


Secil 


Novo 


Atheltemplar 
(670) 

Leasowe Pass 
ferry 


Thorskog 
(476) 


Tanker 


B 


sh 
803 


Bulldog Tanker 
) 


8,300 9,000 


Commonwealth and Foreign Yards 
6,127 9,900 39.68 61.75 
12,000 


Passenger 


Coaster 


Coaster 


Coaster 


Sauternes 


326.5 
28.2 


Banana 
carrier 


Tanker 


pbuilders 


Tw 

7-cyl., 2-str 
diesel 
8-cyl., 2-str 
Sulzer 
diesel 
7-cy! 
Stork 
diesel 


2-str 


8-cyl., 4-ser ilders 
M.A.N 


Gotaverken 
diesel 


British Polar 


Engines 


British Polar 
Engines 


N.E. Marine 


Crossley 
Bros 

5-cy Wallsend 

Doxford p 

diesel 

Dble.-red 

geared 

turbine 


10.000 


& Atel de 


Nazaire 
hoet 


Shipbuilders 
Cant 
Riuniti 
dell 
Adriatico 
Trieste 
Howaldst- 
werke 
Kiel 
Atel. et Ch 
de la Loire 
Nantes 
Netherlands 
Dock & 
S.B Co 
Amsterdam 
Atel et Ch 
de Bretagne 
Nantes 
Kockums 
MV 


Ma'mo 

Cc van der 
Giessen & 
Zonen's 
Scheeps 
Krimpen 
ad ijssel 
Fredriksstad 
MV 


hipbuilde 
Henry Robb 


(Marine) 
Jos. L 
Thompson 


Philip & 
& Sons 


Greenock 
Dockyard 


Swan 
Hunter & 
Wigham 
Richardson, 
Wallsend 
Vickers 
Armstrongs 
Walker 


Central Japan 
Heavy 
Industries 
Kobe 
Kon 
De 
Schelde 
Flushing 
Scheeps 
Veoruit- 
gang 
Foxhol 
West 
Heavy 
Industries 
Hiroshima 
Deutsche 
Werft 
Hamburg 


Maats 


Japan 


Lubecker 
Masch 


Scheeps 
Hooge- 
zand 
J. Bodewes 
Scheeps 
Worst & 
Dutmer 
Meppel 
Bodewes 
Scheeps 
Martens 
hoek 
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CMDR. SIR ROBERT 
MICKLEM (left) and Sir 
James Reid Young have 
been appointed joint 
managing directors of 
Vickers, Ltd. Sir Robert 
retired from the Royal i €£ a 
Navy in 1919 and joined thes a oe ee 
the Vickers group a Society Mr. Elliott, 
companies. In 1942 he a is also a director 
was chairmaniof the Re- : _ oneal ago 4 
gional Board, Northern ngineering Co., Ltd., 
Area, of the Ministry of served his apprentice- 
Sraduction. and in the ship with William Gray 
same year his services & ay _ = _ 
were loaned by Vickers Baio Agia at eet 4 
to the Ministry of London Authority 
Supply. He is chairman During the First World 
of Vickers-Armstrongs, War he served as an 
Ltd., Cooke, Troughton Engineer Lieutenant in 
g Sivine Ltd gee destroyers and Fleet 
Balmers i = ~ minesweepers and was 
rt att ae os iwarded the D.S.C 
number of other 
companies 


MARITIME NEWS IN BRIEF 


From Correspondents at Home and Overseas 


D. F. ANpb ’ is been appointed chairman of THe Curistmas Farr, to be held on board H.Q.S, Welling 

M he owners’ side of the National Maritime Board in on on behalf of the Foudroyant Fund, will be ovened on 
succession to) Mr Sasil Sanderson Mr Andersor November 30 by Mr. Richard Dimbleby. ILM. the Queen has 

1 Mr. Sanderson in the chairmanshiv of The Shipping kindly promised to send a special gift for sale The obiec! 

or st vear, but was abroad at the time, and Mr of the fund is the refitting and oreservation of the old frigate 

st rreed (o continue as chairman of the shipowners’ Foudroyant as a national monument and a holiday training 

the National Maritime Board until Mr, Anderson ship for young people. 


1 

Mr. Anderson, who is devutv chairman of the Tue Name Orsova has been chosen for the new Orient liner, 

m N vigation Company, has been chairman of similar to the Orceades and Oronsay, which is on order from 

nt Navy Training Board since 1948, Vickers-Armstrongs, Ltd... Barrow. There has been one 

Lrp., has ovened offices at 46 St. Mary previous Orsova, one of a groun of five shins of 12,000 tons 

.C.3, The compnany has been formed as th gross each built for the Ortent Line shortly before the First 
Kingdom subsidiary of the firm of A. P. Moller World War 

managing owner of the Maersk Line, and will 

eneral U.K. agents of the line. which operates 


between the United States and the Far 
trans-Atlantic route to and from. the 


MR E WALKER 
ELLIOTT, a director of 
L. Sterne & Co., Ltd., is 
president for the 1951- 
52 session of the Liver- 








Ar THE annual meet.ne of the Tees Conservancy Commis 
sion, Alderman B. O. Davies was unanimously re-elected 
chairman for the centenary vear of the Commission, Alder 
man Davies has been a member of the Commission for 35 
for 20 vears was chairman of the Works 


years, na 
LINES return the  18,000-tons 


dia to the U.S. Maritime Admunistr 


12. It has decided not to renew its charter 


Committee 


Mr. Joux Macbean has been elected chairman of the 
Clyde Navig on Trust in succession to the late Mr. Barclay 
Hoy 1 I Ian C. Macfarlane devutw chairman 


* * * * 


ormer troopvshiv, because of its insufthicien 
which makes it impossible to meet the 
exvenses, The LuGruard has accommoda 


passengers r HAS been agreed hetween tl commit of manage 
ION long services to the Baltic Exchange, ment of the nited Kingdom Timber Trade Shipowners 


~ hes teem. clected an honorare wewher ol Demurrag ition, Ltd... and the Timber Trade 
=. has been member of the “Raltic’ Federation o United Kingdom, tha’ the discharging 

’ ' ) ltic se 
irads 


ve 


onntns it the toned Se aaa Tove Bike ate for London shall be reduced from 35 to 25 stance 


which (1948-1951) he was chairmar Mr. Brewer per hateh per day This took effect for charters signed on 
| 1918 nd after Nevember 21. 


L3th be so elected since 


demands of the motor car export Tuk weap orrick of the British Aluminium Co., Ltd., 


is 
\ (Shioping), Lt have acquired returning to the former offices of the comvany at Norfolk 
remises: tal of 80.000) sa of covered House, St. James's Square, London, S.W.1, which have been 
released from. requisition by the Government As from 


nd eight acres of storage ure e nov 


Avenue irdiff December 1, all correspondence should be addressed to the 
* company at this address. (Telenhone: Whitehall 7868.) 


. x’ has en announced of Viee-Admit Tue death has occurred of Mr, Francis Fraser who was 
! C. EB. Lambe to be ag Oflicer, Royal Yacht, durin secretary of the British Thomson-Houston Co., Ltd., for 40 
coming Roval Con yawealth tour He will years Mr. Fraser, who retired in 1941, had also been a 
in the liner Gothia in the vovage ther: director of the company for 27 vears He was a fellow of 
be made The Gothie ts at vresent lovding the Chartered Institute of Secretaries, 
ervool, as it was the exoress wish of HLM. the A mipianps) branch = office has been ovened by — the 
the ship's cargo capacity should not be wasted Aluminium Wire & Cable Co., Ltd., at Great Western 
four When loading is comolet e will returr Buildings, 6 Livery Street, Birmingham, 3 (Telephone 
of Cammell Laird & ¢ Lid ‘ he final CEN 5370.) 
ler rent Mr. R. P. Bippoie, docks and marine manager, Southamp 
1. Carn has been avoointed to the Board of Thomas ton, has been elected chairman of the Southern Seect.on of 
& Sons. Ltd... ilway siding engineers, and thei he Institute of Transvort. 
nat . tive t fror , ost of 
oe — : ie ares le “2 a of oe Hi _ Masor Tur Hox, Gwitye Lioyp-GrorGe has resigned 
“ad in 1068 as Tron & Steel Controller. from the Board of The Su verheater Co., Ltd... on his appoint 
ition of the Lron & Steel Control has ment as Minister of Food 
y with the nationalisation of the steel Dining the vear ended June 30, 1951, the turnover of 
Irish Shipping, Ltd., was more than €1,000,000 
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Gastight SUEZ CANAL 
Searchlight Projector 


We have recently developed a Gastight Searchlight Pro‘e which has been 
officially approved by the Suez Canal authorities for the us2 of Tankers 
when navigating the Suez Canal. An important feature of the searchlight 
is the fitting of a * Brytal Aluminium split reflector, which is virtually 
unbreakable, developed during the last war to withstand the arduous 
conditions of Naval Service. It has an optical per nance comparable to 
silvered glass and offers complete resistance t rine corrosion. 
A spill shield inside the Projector reduces stray light or halo to the absolute 


minimum 


We have 64 years’ experience in manufacturing Searchlight 
Projectors to the requirements of the Suez Canal Company. 


We shall be pleased to receive your enquiries and to supply any further details 


ee 


~ 

= . 

ie ou may require 
ssc ’ Lies 





CLARKE, CHAPMAN & COMPANY LIMITED . VICTORIA WORKS . GATESHEAD-ON.-TYNE, 8 
Telephone: Gateshead 72271 (10 lines) - Telegrams: ‘‘Cyclops,’’ Gateshead 
LONDON OFFICE: 112/113 Fenchurch Street, London, E.C.3 * Telephone: Royal 27378 ~* Telegrams : ‘“‘Cyclops,’’ Fen, London 











gee OIL and PETROL 
WILLIAM M®«GEOCH JOINTS 


& CO. LTD. Langite, with its natural ‘ liveliness,” makes a 
perfect seal, and heavy mechanical pressure 
28, WEST CAMPBELL STREET, between joint faces is unnecessary. Resists Oil, 
Petrol, Benzol, Naphtha, Turpentine, Acetone, 
G LASGOW Methylated Spirits, etc. 
Contains no rubber and is non-perishable and 
non-hardening. 
Supplied ready cut to shape in any thickness, 
Man ufacturers of all plain or reinforced, to any desired cross-section ; 
° ’ ° ea or in strip or sheet form. 
Ships Electric fittings Various grades have been developed for use in 
—Designs made to Specia’ Re quirements- electrical, aircraft and general engineering ; 
Ne ee Nr ae ee : typical applications include washers and gaskets 
fe ee ee — for valve, crankcase and inspection covers, 
: rocker gear, etc. 
Suppliers of Ships’ Hardware Sole manufacturers : 


, (Associated with Flexo Plywood Industries Ltd.) 
Metals and finishes SOUTH CHINGFORD, LONDON, E.4. 
Telephone: Silverthorn 2666 (7 lines) 











WARWICK WORKS, 
46 Coventry Road, 
Birmingham. 














M-GEOCH GLASGOW 
1cGEOCH, BIRMINGHAM, 10 
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scamaeememmrinns 
a . ° 
World-Wide Services 
Linking 
U.K. CANADA U.S.A. 
with 
SOUTH & EAST AFRICA 
PORTUGAL, MEDITERRANEAN, 
EGYPT, LEVANT & BLACK SEA, 
RED SEA & PERSIAN GULF 
INDIA & PAKISTAN. 
CEYLON & BURMA 
MALAYA, PHILIPPINES, CHINA & JAPAN 
AUSTRALIA & NEW ZEALAND. 


Hall Line, Ellexsman & Bucknall Line, 
City Line, Ellerman Line 
Papavanni Line, 

Westcott & 

Laurance Line, 


Head Office 
104-7, LEADENHALL’ _STREET, 
LONDON, E.C.3 
PP ae nc seal Buildings, 
ater Street 
GLASGOW—¥75, Bothwell St., C.2 


World-Wide Sakon | 











FOR BULKY PACKAGES 


FAST CARGO SERVICES 
between UNITED KINGDOM and 
SOUTH & EAST CEYLON, INDIA 

AFRICA | & PAKISTAN 


rom the Manage 


CAYZER, IRVINE & CO. LTD. 


LONDON LIVERPOOL GLASGOW 















































‘Tyne Gangway Co.Ltd., 


WALLSEND 


Patent Self-levelling Step 
Accommodation Ladders 
and Shore Gangways 


Tel.: No. 63657. 
Telegs.: ‘‘ Gangway - Wallsend. 








Efficiently equipped for 
timber, wood pulp 
and all 


cargoes 


Despatch 
Bunkering Facilities 


H. J. Hanna, 
Genera! Traffic Minager, Preston 























REGULAR CARGO SERVICES 


Between LONDON and 
HAMBURG TERNEUZEN DIEPPE 
BREMEN GHENT H 
HARLINGEN DUNKIRK 
AMSTERDAM CALAIS 
ROTTERDAM BOULOGNE PORTO 
ANTWERP TREPORT MEDITERRANEAN PORTS 
etween HAMBURG ano BRISTOL CHANNEL PORTS 
(Bristol, Cardiff, Newport, Swansea) 
Between LONDON and RHINE PORTS 
n HAMBURG and BREMEN cto Mediterranean Ports 
SOUTHAMPTON and ANTWERP, ROTTERDAM, 
BREMEN, HAMBURG 
vastwise Services between LONDON and HULL 


The General Steam Navigation Co., Ltd. 
15 Trinity — London, E.C.3. 
Telephone ROYal 3200 

















ADMIRALTY CHARTS 


The LATEST EDITIONS of Charts, 
Plans and Sailing Directions 
published by the Hydrographic 
Dept., can be obtained from 
Admiralty Agent for Charts, 
4. D. POTTER, Publisher of Nautical Books, 
——_________—_ and Bookseller. 
145, MINORIES, LONDON. E.C.3. (Tel. : Roya! 1369) 


Large Stocks of Nautical and Technical Books of all 
descriptions. 











NOVEMBER 28, 1951 








FURNESS LINES 


FURNESS LINE 
London to Philadelphia and New York. 


FURNESS WEST INDIES LINE 
New York to U.S. Virgin Islands, British & French 
West Indies, Venezuela and Trinidad. 


Newfoundland and Canada to U.S. Virgin Islands, 
British & French West Indies, Venezuela & Trinidad. 


FURNESS RED CROSS LINE 
New York to Saint John, N.B./ Halifax, 
N.S./ St. John’s and Corner Brook, N.-F. 


FURNESS-WARREN LINE 
Liverpool to St. John’s, Newfoundland, Halifax, 
N.S., and Boston. 


FURNESS PACIFIC SERVICE 
Manchester to Los Angeles, San Francisco, Victoria 
and Vancouver, B.C., via Panama Canal. 
Loading Brokers Manchester Liners Ltd. Manchester 2. 


FURNESS BERMUDA LINE 


New York to Bermuda 


JOHNSTON WARREN LINE 


Antwerp, Hamburg and Liverpool to Piraeus, Volo, 
Thessaloniki, Izmir. Haydar Pasha, Istanbu!, Black 
Sea, Roumanian and Danubian Ports 


For further information apply :— 

FURNESS WITHY & CO., LTD., 
Furness House, Leadenhall street. London, E C.3. 
Also at LIVERPOOL, GLASGOW, LEITH, 

MIDDLESBRO’ AND NEWCASTLE 


PRINCE LINE 
CANADA & U.S.A.— BRAZIL — RIVER PLATE — BRAZIL 
TRINIDAD — U.S.A. & CANADA 
U.S.A. — SOUTH & EAST AFRICA — US.A 
U.S.A. — FAR EAST — E CANADA — USA 
U.K. — MEDITERRANEAN — U.K 
ARGENTINA & URUGUAY — U.K 


For further information apply 


PRINCE LINE LTD. :: 56, Leadenhall St., E.C.2 
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THE BANK LINE 


PERATING THE FOLLOWING SERVICES 


AMERICAN AND INDIAN LINE—Calcutta, Chittagong, Rangoon and 
Colo bo to Halifax Boston, New York. Philadelphia Baltimore 
and Norfolk (Va.) 

AMERICAN AND INDIAN BRANCH LINE SERVICE—Rangoon, 
Chittagong, Madras, Madras Coast, Colombo and Malabar Coast 
(filling up if necessary at Aden and Port Sudan) to Halifax, Boston 
New York, Philadelphia, Baltimore and Norfolk (Va.) 

BOMBAY AMERICAN LINE—Bombay to New York and Philadelphia 

AMERICAN AND ORIENTAL LINE—U.S. Atlantic and Pacific Coast 
ports to Philippines, Hong Kong, Shanghai, Japan, Indonesia and 
Malaya, returning to Canada and U.S.A. via Suez Canal 

CALCUTTA to RIVER PLATE PORTS—Chittagong, Calcutta and 
Other Indian Ports Colombo and Malabar Coast to Brazil 
Montevideo, Buenos Aires, Rosario and Bahia Blanca 

INDIAN CHILEAN LINE—Calcutta, Chittagong, Rangoon, Singapore 
and Indonesia to West Coast of South American ports 
Calling at Colombo and Cochin when opportunity offers 

INDIAN AFRICAN LINE | Carry'ng passengers and cargo from 

INDIA-NATAL LINE Rangoon, Chittagong, Calcutta, other 
Indian ports and Colon.bo to East and South African ports,and 
vice versa (Vessels of the India-Natal Line also call at 
Madagascar when opportunity offers 

ORIENTAL AFRICAN LINE—Carrying passengers and cargo from 
Japan, Shanghai, Hong Kong, Philippines, Borneo, Saigon, Bangkok 
and Malaya to Mauritius Reunion East and South African ports 
and vice versa 

U.S. GULF to AUSTRALAS!A—Regular sailingsfrom all U.S. Gulf ports 
to all ports in Australia and New Zealand. Calling at Trinidad en 
route when sufficient inducement offers 

U.S. GULF to SOUTH AFRICA—U.S. Gulf ports to South and East 
African ports 

PERSIAN GULF—General Merchants, Export, Import and Ship Agents 


For Freight and Particulars apply to— 


ANDREW WEIR 


SHIPPING & TRADING CO., LTD. 
19-21, BURY STREET, LONDON €E.C.3. 





ANGLO BALTIC LINES 


U.K. PORTS 
to 
GDYNIA'GDANSK & FINNISH PORTS 
also 
KLAIPEDA (Memel) LIEPAJA (Liban) 
RIGA and TALLINN 


when condit s permit, ar su t ducement offers 


UNITED BALTIC CORPORATION, LIMITED, 
158, Fenchurch Street London, E.C.3 


Telegrams Orienteak ndon 
Telept eN Mansion House 33 B lines 

















MAC ANDREW LINE 


SPAIN AND MOROCCO 


Regular Services from LONDON, LIVERPOOL and Prir 


Express y ast Motorships from 


et 
LONDON and LIVERPOOL to BARCELONA 


HALL’S LINE to tisson and Gieractar 
Express Service by fast Motorships from NDON to GIBRALTAR 
GLYNN LINE To west !TALY and sicity 


For Freight and Passage apply to— 


MACANDREWS & CO., LTD., 
Plantation House, Mincing Lane, London, E.C.3. 
Telephone : MANSION HOUSE [543 


Cunard Building, Water St., Liverpool, 3 Tel © CENTRAL 
BRANCH HOUSES * Barcel * Madrid 
*Castellon *® Burriana * 

# Carthagena A 
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FREIGHT AND PASSENGERS 


Regular Sailings 
LONDON, LIVERPOOL, NEW YORK & CANADA 


to 


AUSTRALIA & NEW ZEALAND 


PORT LINE LTD. 
CUNARD HOUSE, 88, Leadenhall Street, London, E.C.3 


e Avenue 1270 Telegrams tship n, London 














CARGO FROM 
Hamburg, Bremen, London & East Coast U.K. Ports 


U.S.A. GULF PORTS 


BROWN, JENKINSON & CO., LTD., 113 Fenchurch Street, E.C.3. 
WESTBOUND LOADING BROKERS 


Galveston, Houston, New Orleans & Mobile 
to East Coast U.K. & North Cont nent 


by ROPNER LINE 


a ant scree SIR R. ROPNER & CO. (LONDON) LTD 


“ 4, Darlingtor 22 St. Mary Axe ondon € 3 
eohone 281! or Telephone: AVE 2153 


STRACHAN SHIPPING CO.—New Orleans and all U.S. Gulf Ports. 














HOULDER BROTHERS & CO, LTD. 


ba Insurance Brokers, Passenger & 
eral Forwarding Agents (Sea and Air) 


REGULAR FAST SERVICES to 
RIVER PLATE 
From Liverpool, London, Bristol Channel & Antwerp 


and to SOUTH AFRICA 
HT EN estan ayo nsured forwarde 
TO ALL PARTS OF THE WORLD 


i Office: 53, LEADENHALL STREET, LONDON, E.C.3 
! Liverpool, Glasgow, Newport on 
H th tor rmingha 
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r mes, 
SHaw Saviie Line 
\—To 


\, 7 SOUTH AFRICA 





% BUSTRALIA 


HEAD OFFICE 
88, Leadenhall St., London 


vsservern once % NEW ZEALAND 


la, Lower Regent 


V4 


\. J 














PsO and B. I. 


From United Kingdom and Continental ports 
to EGYPT, ADEN, RED SEA PORTS, INDIA, 
PAKISTAN, CEYLON, E. & S. AFR'CA, 
MALAYA, CHINA, JAPAN, AUSTRALIA, etc. 


For details of service 


P. & O., 122, Leadenhall St 





Agent 








P. Ss. N. Cc. 


LIVERPOOL, BERMUDA, BAHAMAS, CUBA, 
JAMAICA, PANAMA CANAL, WEST COAST OF 
SOUTH AME A 
Aliso via Bahia Blanca & Punta Arena 


THE PACIFIC STEAM NAVIGATION CO. 


Pacific Building, James St., Liverpool, 2 
London Agents: Royal Mail Lines, Leadenha!! St. E.C.3 





Freight: McGregor, Gow & Holland, Ltd 
16, St. Helen's Place, London E.C.3 














BRITISH & CONTINENTAL 
STEAMSHIP CO., LTD. 


AMSTERDAM . ROTTERDAM .DUNKIRK . ANTWERP . GHENT 
& TERNEUZEN from and to LIVERPOOL & MANCHESTER 
ANT WERP & GHENT from and to GLASGOW 
GHENT from and to BELFAST 


AGENTS 
LIVERPOOL and MANCHESTER 
or Rotterdam, Amsterdam and Dunkirk Steamers : Wilsor 
For Antwerp, Ghent and Terneuzen Steamers : J. T. Fletcher 
GARSTON: Ed. W. Turner & Son 
map James Fisher & Sons, Ltd 
OW: Clyde Shipping Co., Ltd 
BE ELFAST: G. Heyn & Sons Ltd. ; James Littl & Co 
ANTWERP, GHENT, TERNEUZEN: John P 
ROTTERDAM: A. Van Es & Co.: Phs. Van Omn 
AMSTERDAM: ‘ an Es & Van Ommeren 
DUNKIRK: L. A. De Baecker 
LONDON : Phs. Van Ommeren (London), Ltd 
treet, E.C.3 
PARIS: Phs. Van Ommeren (France) 5.4 
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Sovial 

BETWEEN ALL MAIN 

PORTS IN THE UNITED 
KINGDOM 


ROYAL LIVER BUILDING 
LIVERPOOE 


Telephone. Liverpe trol S404 


COAST LINES 





to SOUTH & 
= AFRICA 


WEEKLY MAIL SERVICE from 

” SOUTHAMPTON East Africa and 

Round Africa Services from 
LONDON 





siba-y-potychay Sees STREET, LONDON, E.C.3 
n on House 255 (Passenger Dept. MAN 9104) 
West End Passenger Age 
125 PALL MALL, S.W.i WHiteha W 19tt 


= 











BIBBY LINE 


UNITED KINGDOM, CONTINENT, 
MARSEILLES, EGYPT, SUDAN, CEYLON 
AND BURMA 


Ail enquiries 
BIBBY BROTHERS & CO., Martins Bank Building, Water 
LIVERPOOL, 2 


Street, 











r 


“ORIENT LINE Ausra 


World 





New Zealand Line 


Passenger and Cargo 
Services via Panama 


B. WESTRAY & CO. LTD. 
E.C.3 + Tel. (AVEnue 5220) 


Particulars from J. 
138 LEADENHALL ST., 


THE NEW ZEALAND SHIPPING Co. Ltd. 











FOR PARTICULARS 
APPLY 
ORIENT LINE 


14 COCKSPUR ST., LONDON, 
7 BISHOPSGATE, 
9 KINGSWAY, W.C.2 Tel 


s.w.t Tel. TRA 7H4t 
LONDON, E.C.2 Tel. MAM 3456 
TEM 2258 er Agents 





to SOUTH AMERICA 


BRAZIL - URUGUAY 
ARGENTINA 
WEST INDIES 
SPANISH MAIN 
CENTRAL AMERICA 
NORTH PACIFIC COAST 


ROYAL MAIL LINES, LTD. 
London : Royal Mail House, Leadenhall Street, E.C.3 


Street, S.W.1 
Liverpool : The P.S.N. Co., Pacific Building, James Street, (2) 


America House, Cockspur 














WILSON LINE, HULL i ee pot tines 
REGULAR SERVICES 


From Hull, London, Liverpool, Manchester, Middlesbro’, 
Aberdeen, Swansea, Newport, Antwerp, Dunkirk, etc,; to and from 
Norway, Sweden, Denmark, Poland, Baltic States, Portugal, Mediterranean 


Adriatic & Levant Ports, Egypt, India, Pakistan, Canada & United States. 

PASSENGERS Passenger Services to Norway, Sweden, Denmark, 

INSURANCE Insurances arranged on Cargo by 

our own and other steamers to and 

Lighter Owners Forwarding Agents, Warehouse Keepers and Sworn 
Weighers Bunkers supplied 





Newcastle, 


Poland, Italy, United States and Canada, etc. 
from all ports at current rates of premium. 





Kates of Freight, Fares, Insurance, Forwarding, etc., 
ELLERMAN’S WILSON LINE, Ltd., HULL 
ffices at Leeds, Sheffield, Manchester, Birmingham, Bradford 
vy; or London Agents—THE UNITED SHIPPING CO 

hurch St., london E.C.3., London Brokers for Indian and 
GREE ATL Y, HANKEY & CO., Ltd., Dixon House 
Avenue, London, E.C.3., or 62, Pall Mail, $.W.1 


apply to— 











MOSS HUTCHISON LINE LTD. 


REGULAR FREIGHT SERVICES FROM LIVER- 
POOL AND GLASGOW TO CASABLANCA AND 


MEDITERRANEAN PORTS. ALSO 
SPAIN AND PORTUGAL 


& 
For Freight apply to 
MOSS HUTCHISON LINE LIMITED, 
30 JAMES STREET, LIVERPOOL 2. 
GLASGOW: MANCHESTER 
95, Bothwell Street, C.2 196 Deansgate. 
LONDON 


c/o THE GENERAL STEAM NAVIGATION CO LTD., 
1S, Trinity Square, E.C.3. 


FRANCE, 
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SITUATIONS VACANT 





nKFORD STREET- NEWCASTLE UPON TYNE -weweasrue 27281 








NORTH OF ENGLAND FROTECTING, 
INDEMNITY & WAR RISKS ASSOCIATION 


Established 1860) 


he Assvcialion covers Shipowners in 


lass |. -PROTECTING —Against claims for one-fourth damage done to other 
ships or vessels, damage to structures, loss of life, personal injury, etc 

lass I1.—-INDEMNITY— Against liabilities arising in connection with cargo, &c 

Class II1--WAR RISKS —Hull and Machiner ', &c. 

lass IV-—WAR RISKS-—Freight, Disbursements, «c. 


The interests of Members are safeguarded at the pri pal ports in the World 





by official Legal Representatives and Nautical Experts, who have full instruc- 


tions to act and to assist Masters in the case of need EXAMINERSHIP VACANT 
Principal Office: NEWCASTLE-UPON-TYNE: Collingwood Buildings 


Branch Offices : GLASGOW —134, Sc. Vincent St.,C.2. CARDIFF—The Exchange 
Mour art Square. LONDON—24, St. Mary Axe, E.C.3. LIVERPOOL —123 
Derby House, Exchange Buildings 
LESLIE MANN haw J.W. TODD Ge 

W. DUNCAN Y 








EAGLE AVIATION LTD. 
draws the attention 
of shipowners 


to their fleet of four Avro York aircraft. 
These aircraft are ideal for crew movements 








also for the transport of ships’ spares. 


Maximum cconomy - Maximum speed. REVERSING EN GI NES 


DIRECT ACTING FIXED AND OSCILLATIN 
TYPES WITH PUMP AND CHANGE Cé CK 
Head Offi OR RACK AND PINION HAND GEAR 


Se ones . . > MACTAGGART, SCOTT & CO., LID. 
29 CLARGES Ss 7 REET > LON DON ’ “ I. Contractors to British and Foreign Admiralties 
iROsvenor 6411 Cable: Speedlode Audley, London, LOANHEAD———— -—— EDINBURGH 
London J. M. Epmiston, 31-33 Bishopsgate, E.C.2. 














INDEX TO ADVERTISERS IN THIS ISSUE 


Page 
A22 Old Bleach Furnishings, Ltd 
Als Orient Line 
A2l 
Pacific Steam Navigation Co 
Palm Line, Ltd 
Philipson & Son, Led 
P. & O. and B.I. Companies 
Port Line Ltd 
Potter, J.,D 
Preston, Port of Authority 
Prince Line,yltd 


Regent Oil Co., Led 
Ropner, Sir R., & Co. (Manageme 
Royal Mail Lines, Led 


>> 


Shaw Savill & Albion Co., Led 

South American Saint Line, Led 
Submarine Signal Co. (London) Ltd 
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>>> >Pr> 


Tyne Gangway Co., Ltd 


Union-Castie Mail Steamship Co.. Led 
Indemnity & United Baltic Corporation, Ltd 


n Marine Engineering (1938) Ltd Weir, Andrew, Shipping & Trading Co., Ltd 
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A RANGE OF 
ENGINES 
UNSURPASSED 
FOR ECONOMY 
AND MAXIMUM 
RELIABILITY 


ASY Starting smooth running 
economical, 4-stroke marine diese! 
and petrol propulsion engines tor Light 
Craft and Ships’ Lifeboats and auxiliary 
power sets, carrying a maker's guarantee 
and backed by fifty years’ experience. 


The Engine Room of the Vosper built Motor 

Yacht ‘‘Patsey Anne’’. Electricity Genera- 
ting by a 57 H.P. Coventry Victor Diesel 
Engined plant. A similar set is installed in 
the Vosper built Motor Yacht “ Viking ’’. 


Send for Catalogue 56 


FOUR-STROKE MARINE ENGINES — .ostNscmsick 


COX STREET, COVENTRY. 











F. T. EVERARD & SONS L™ 


6-8, FENCHURCH BUILDINGS, : : : LONDON, E.C.3. 





LONDON OFFICE j GREENHITHE OFFICE 
PHONE: ROYAL 8181 (6 lines) PHONE: GREENHITHE 123 
(2 lines) 
TELE GRAMS TELEGRAMS 
EVERASHIP FEN, LONDON, 


EVERASHIP GREENHITHE 


























MOTOR AND 3 ei ‘ “Ss TANK STEAMERS 
STEAM ™ AND 


TANK BA 
SHIPOWNERS | Bes. Gee sil RGEs 


; - : COASTING AND 
TUG & LIGHTER RIVER SAILING 
OWNERS : BARGES 




















Motor Vessel “ SUPREMITY. ™ 


A large fleet of Shallow Draft Motor Ships and Tank Ships suitable for working to 
small ports and up river destinations in coasting and short sea trade. 


Transport costs saved by berthing direct alongside Factories and Works for discharge. 
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i Furness, Withy & € Lid. and Vickers Armstrones Lid. 


Paints for every part 


of ever 


A gleaming reality to-day, the great new liner Ocean Monarch reflects long months of plan 


and blueprint preparation, of shrewd consideration in choosing the very best materials. 
Torpedo Brand Marine Paints, of course, were used throughout from keel to cabin. All over 
the world these paints are known and trusted. Not a day passes without some part of some 


ship being made more seaworthy with Torpedo Brand Marine Paints. They represent 


the best that long experience and modern paint technology can provide. 


BRITISH PAINTS LIMITE 


marine division 


Crewe House, 15 Curzon Street London W.1. Telephone GROsvenor 6401°5, 
{/so at Liverpool, Vewcastle-upon-Tyne, Glasgow. Ca 


TORPEDO 








